


oy 


Teerea° om’ 


le 
th 


30 


mn 
re 
be 
er 
Nn- 


"C= 


128 
he 
od 


on 
ers 
nb, 
ard 
the 
ro- 
ital 
age 
, of 
ur- 
per 


ck. 
ym- 


, to 
t 16 
the 
hat 


ord, 


ded 
dia 
1ed, 


ing, 
n 
ade, 


the 
with 
nel, 
ome 
1s to 
sned 
} are 


ners 


Nov. 15, 1878} 


THE RAILROAD GAZETTE. 











“es 


SATURDAY, NOVEMBER 15, 1873. 








Darby’s Fire-box Crown. 





The accompanying cuts show an improvement in the man- 
ner of constructing locomotive fire-box crowns, recently pat- 
ented by Mr. Henry C. Darby, of Wyandotte, Kansas. The 
first cut shows the rear portion of a boiler, with a portion of 
the side broken away to show a@ longitudinal section of the 
fire-box crown; the second cat shows a cross section of the 
crown with the back end of the boiler. 

Tne crown is composed of an arch of three-eighths-inch 
boiler plate made in three sections, the whole crown being of 
the same width as the top of the fire-box. The sections are 
joined by flanging the edge of each section and riveting the 
flanged edges together, or by making a butt joint and riveting 
over it a bar of Tiron. Both methods are shown in the cross 
section. Thearch is riveted at each end to the flat crown- 
sheet of the fire-box, the rivets passing through the arch, the 
crown-sheet and the fiue-sheet, or back sheet of the fire- 
box, as shown in the cut, Stay-bolts are tapped through 
the arched crown and the top sheet of the fire-box, the ends of 
these stay-bolts being riveted over in the usual manner. The 





Contributions. 
“ Proportions of Pins. Used in Bridges.” 
To tHe Eprron oF Tae Rarroap GAazetrz: 

Your edition of November 1 contains a ctiticism on my paper 
referring to proportions of ping used in bridges, which was 
published in Van Nostrand’s Magazine, and reprinted as a 
little volume of Van Nostrand’s ‘‘ Science Series.” 

The said criticism I beélieve not to be one likely to give a 
just or even correct abstract ofthe paper, and therefore in the 
following I wish to make a few remarks towards defending my 
investigations : 

The paper consists of three parts, of which tho first intends 
to farnish a “ sufficient” idea of the differences between maxi- 
mum and minimum pressure exerted on the bearing surface of 
apin. The second analyzes the shearing strains acting iv the 
cross-sections of the pins; while the third one refers to the 
maximum tensile strains caused by flexure. This last part is 
the one by which the dimensions actually are determined, and 
forms the center of the investigations, since the two previous 
ones are only secondary in their importance. 

The experimental reséarches of the English engineers had 
failed to recognize the influence of the thickness of the eye-bar 
on the strength of the joint. Experiments had been made 
with wide and thin eye-bars, and from these a general rule had 
been derived, thought to be correct for all kinds-of bats, fixing 
the diameters at # or j of the width ofthe bars. This rale in 














braces from the wagon-top and the dome, which are usually at- 
tached to the crown-bars, can be fastened to the flanged edges 
or T bars which form the connection between the sections of 
the arched crown. At each end of each of the joints between 
the sections openings three inches square are cut, to give an 
opportunity to clean the crown-sheet off by washing or other- 
wise, and also to permit the crown-sheet to be fastened tem- 
porarily to the flue-sheet and back-sheet while the fire-box is 
being put together. 

It is claimed that by using this invention instead of the 
ordinary crown-bars more room is secured over the top of the 
fire-box without decreasing the strength. The crown-sheet 
can be much more easily cleaned off, and at the same time the 
distance between the top of the arch and the boiler is not 
diminished. The arched crown can also be constructed with 
much less material and less labor than the common crown-bars, 
and requires less labor to tit it to the fire-box. 

Mr. Darby, the inventor, is a practical boiler-maker who has 
had much experience in the construction of locomotive boilers. 











Central Pacific and Government Cheese. 





Some time ago the Government shipped $5,000 worth of 
cheese from Baltimore to San Francisco on account of the. 
Subsistence Department: of the army. At Omaha the Union 
Pacific paid the freight charges to that point, and at Ogden 


DARBY’S FIRE-BOX CROWN. 


more than one case has) caused by which the } 
joints were built by far too weak, and on, page 47 of this little 

book, in a couple of rongh examples, it has been shown what 

great danger there lies in the use of this.rule. The series of 

diameters finally adopted in this: little book, for a number of 

forms of bars, only for very flat bars approaches those ob- 

tained with the English rule; while for bars as they are gen- 

erally used in well-designed American bridges much greater 

diameters had been found. 

American bridges in principle differ from those used in 
Europe by not giving up that most direct mode of forming 
joints which had been in use previously to the time when the 
English engineers introduced the rivet, since which the pin 
connecticn has been abandoned by the majority of English 
engineers. The establishment of the practicability of wrought 
iron bridges with rivet connections, in consequence of the suc- 
cess of the Britannia bridge, had led Europeans in a channel 
from which ouly very lately and in consequence of the American 
success with pin connectioas—thus far only in Germany—they 
have commenced to return ; while the insufficient success of 
badly-proportioned pin-bridges, especially. in England, still 
holds in captivity the juigment of a great number of Huropean 
engineers. 

The importance of a careful stady and of proper proportions 
of pin connections is. therefore most obvious, and it was the 
recognition of this fact which led me to the somewhat intricate 








the Central reimbursed the Union, and at San Francisco 
claimed $354 20, in which sum were included ita owo charges. 
The Government refused to pay the charges, claiming that, 
under act of Congress passed at the last session, it is. incum- 
bent on the Pacific railroads to convey Government goods free 
of direct cost, and place the charges to the credit of the com- 
panies on the bond account. The Central Pacific officers re- 
tained the cheese in virtue of a lien, and the United States 
brought a suit in replevin to recover the same. In their an- 
swer, filed in the Circuit'Court in San Francisco, the company 
deny the legality of the Act of Congress referred to, 











and time-absorbing investigation, the results of which were 
condensed in the little book published by Mr. Van Nostrand... 
Itis admitted that not all of its contentsare of an elementary 
cheracter, but that it requires some study, and that it sup- 
poses familiarity with the higher theory of elasticity up to ite 
present level. 

Tam charged with an unlimited’ confidence in the theory. 
No mistake could be grester than this. The little book itseif 





strange enough, are qnoted in seer: 
1, proper experlaieats are aauirl to determine 

of play in pin holes, which was exproasly stated on 
and 15 not to have been drawn int) calculation, and whose 
introduction would have led to much grealer differences of 
Pressure, and also to greater diameter than those found under 
the adopted suppositions. On page 40 I have again stated the 
necessity of proper experiments in order to determine the dura- 
bility of forged, riveted or machine-worked parts for each class 
of materials. 

We have but lately commenced to arrive at some reliable 
ideas as to the real value of the material of constructiun. The 
gentleman to whom I must consider to be due the greatest 
thanks in this respect is Mr. Woebler, some of whose experi- 
mental resalts are quoted on page 33 of the little book. The 
reason why this gentleman was more successful than others 
lies in the circumstance that he is at the same time as well 
versed in the theory of elasticity up to its higher branches as 
he is a practical mechanical engineer of great experience. In 
order to make successful experiments, before all it is necessary 
to know what should be experimented on, and in a good many 
cases the elementary school kno is not sufficient to 
this end. The investigation, therefore, s‘:ould precede the 
experiment, and not follow, as the author of the criticism as- 
serts. If this critic does not place much reliance in the theo- 
retical deductions of the character furnished year by year in 
voluminous books, he will find myself to agree with him per- 
fectly. These are filled with an enormous amount of mathe- 
matical rabbish, and contain generally nothing but a great and 






mn 

] ol a 

“i i 

il : i 
| 


| 
: i 


wi 


Hi 


i 
ii 
i 


i 
Hi! 
tt) 


Nn i i 


useless quantity of common algebra‘c labor, which could read- 
ily be dispensed with. Theory of this class, indeed, has done a 
great deal of mischief. But it would be unjust to declare that 
it has caused all the numerous failures on acdount of followirg 
theories in ‘‘ untried cases.” Just as many grave orrors have 
been caused by improper experiments, which are generally ac- 
cepted with considerably less hesitation, and without the neees- 
sary examination of their suppositions. 

Oa pages 16 to 24 of my paper I believe that Ihave cleariy 
and conclusively proved that all those experiments which have 
reference to pins were not made in accordance with the wants 
of practice, and that its very results have: led’ to misapplicas 
tions. 

I will add here something more concerning deluding experi-+ 
‘ments. The English experimenters believed that they had estabe 
lished that the modulus of elasticity of wrought iron was pretty 
nearly a constant value. Dut, on the contrary, the modull:of 
elasticity of wrought iron, om authority of experiments on many: 
thousand-eye-bars, now members of bridges, are varying fromy 
18,000,000 to 45,000,000 lbs. per square inch. The eupposition 
of a constant value of the modulus forme the important basis of 
the theory of continuous beams, which falls to. the ground 
with that supposition, The proportions of the Britannia and 
the numerous other continusus bridges, therefore, cannot be 
considered as correct, 

The connections of all European bridges are: based on the rey 
sults of experiments ona small scale on riveting, which for 
many reasons.can be proved not reliable under the present 
practice. The results of such practice are apparent enough. 
Thus, for instance, riveted girders built according to those 
rules and arranged for actual use on the “Chemin. de Fer du 
Midi,” in France, when tested brake under 26,000 to 27,000 ibs, 
per squarainch. They deflected, inside of tho elastic limit, 
three times.aa much ag might have. been expected, from a thece 








contains the strongest proofsagsinst such agéertion, and these, 


‘retically perfeet girder, The deflections. of the Conway Bridge. 










































































































































































460° 


THE RAILROAD - GAZETTE. 


- 


(Nov. 15, 1878 





— 





show a decrease of frim 35 to 43 per cont. of the modulus of the 
irqn used, proving ‘again that the empirical rules derived from 
experiments on rivets made up to the ultimate strength did 
not give the expected results when tried in a manner nearly in 
accordance with the practical use. 

The same insufficient result was obtained by Brunel's tests 
of a 66-feet long plate girder, which broke under the calculated 
strain of 30,000 Ibs. per square inch of net area. Also the ex- 
periments on pillars of the often-quoted English engineer 
Hodgkinson by American tests have been proved to be totally 
unreliable. (Compare Mr. Samuel Reeves’ experiments on his 
columns.) 

In my paper I have repeatedly pointed at the necessity of 
making experiments which will be congruous with the state of 
affairs in practice. Nobody would test a piece of cloth by put- 
ting it to its ultimate strength in a machine, for there are 
numerous other conditions to be filled in order to make a 
good’ and durable coat. And yet such a rough course is 
taken when it comes to try the qualities of a material of 
construction. 

The author of the criticism, therefore, makes a too-sweeping 
assertion when he thinks that experiments on the ultimate 
strength ‘“‘at least seem to indicate the weakest part of a 
member or to indicate in what direction the correction should 
be made.” As long as the experiment is analagous to the 
usage of the member, this is true; but there is nothing to 
prove that it must be so when the member is quite differently 
used. (With reference to pins, compare pages 23 and 24 of the 
little book.) © Thus, for instance, Hodgkinson’s experiments on 
compression to the ultimate strength seemed to prove that 
with compression lies the weak point of wrought iron, while on 
ihe contrary numerous experiments on impact prove that 
under repeated strains lower than the ultimate strength the 
iensile parts give way previous to the compression members. 
This is probably the same reason why bridges with cast-iron 
compression members in this country when failing did so by 
rupture of the tensile parts. 


The author of the criticism also thinks it quite obvious that 
the pins should have been made strong enough, while there is 
supposed to have been great difficulty in| bringing the eyes to 
the proper proportions. From what we know at present, this 
seems plausible enough ; but actually it was not so. The engi- 
neers thought they could save met@ by reducing the diameters 
of pins, proofs of which are th ure of the Crumlin Viaduct 
a3 first designed and the failurés and wearing out of many chain 
bridges. f 

Again, I did not think it worth while inmy paper to speak 
about the very small and unimportant deviations of the elastic 
law inside of what is called the elastic limit, which is nothing 
but a harmless name, meaning the limit where those deviations 
commence to be of any importance, even in theory. 

It is not a mere phrase when I asserted that the theory with- 
in the elastic limit is not less correct than the law of gravita- 
tion applied to the movement of planets. A very strong foun- 
dation for this assertion can be found on pages 38 to 41 of the 
little book. 

Purely theoretical investigations, based onthe general law of 
elasticity, under application of the very finest and most elegant 
analysis bave led Navier and others to conclude that each di- 
rect strain in any direction of a body must be accompanied 
with a negative direct strain one-fourth as‘strong as the first, 
but acting normally to it. By a series of nct less acute con- 
clusions, this law leads to the other, that the modulus of shear- 
ing elasticity is only two-fifths of the modulus of direct tensile 
cr compressive elasticity, both of which in wrought iron and 
steel of good make are equal. Mostinteresting experiments of 
Regnauld and Wertheim have—notwithstanding the technical 
difficulties—proved that this law for wrought iron is correct 
within 14 per cent. (See page 35.) 

Mr. Waehler has determined the true moduli for good iron 
and steel directly by tensile, transverse and torsional experi- 
ments, and finds the ratio betwegn, both to be 0.39, while the 
theory gave 0.40, This is certa:nly a most satisfactory result. 
He has done more. He has tried the durability of iron and 
steel under impacts, exposing the materials to exertions of the 
satne kind as is the case with railway car-axles, and as ig the 
case in bridges, and thus he found that torsional or shearing 
strains cannot be withstood as high as direct strains, and that 
the ratio of durability under both kinds of strains is as 0.793 
to 1,000, while the theory gives 0.800 to 1,000. 

Now I do not deny that I hold this victory of the theory to 
be, just as beautiful as the once so surprising confirmation of 
the l.w of gravity by the discovery of a previously calculated 

jianet. 

‘ The question really at stake-here is this: Are we at liberty to 
apply the established theory of flexure of plain beams to the calcu- 
lation of the strains acting on bridge-pins ? Relying on the con- 
firmation of this theory by a most abundant number of well-con- 
dueted experiments on transverse strains, I answer this question 
with a decided yes, so much the more since a pin—as stated on 
page 46 of the little book—is a piece of iron unimpaired by work- 
manship and fire. Certainly this is admissible a hundredfold 
more than the application of the theory to the punched and rivet- 
ed compound beams, girders and bridges of varying sections, 
depths, moduli, etc. In the criticism I do not find any doubt 
as to the application of the elementary theory of flexure to the 
deverminationiof the maximum tension of a pin, by which the 
diameters actually were determined (from page 42 to 47), and 
whose results do satisfactorily coincide with the best present 
practics, nor has any fault been found with the second part of 
the paper. ~ 

The suspicion which is thrown on the usefulness of my labors 
onty refers to its first part, which is the least important of tho 
three, and has only for its purpdse to give a sufficient idea of 
thé distfidution of the pressure over the pia-beating, ‘under 
thé exptesbly stated suppositton-that no friction is taken inte 
account, and that the pin accurately fits the hole. It is also 











expressly stated that.under this supposition the diameter of 
the-pir-would be founda little too” small. 

Under this supposition the pressure on -the semi-surface of a 
transverse slice of a pin is actually-uniformly distributed over 
the diameter, and, if it-were not so, it would only be necessary 
to determine the ratio between the maximum and mimimum 
pressures on the bearing surface. 

The deviation of the maximum pressure found under my 
supposition from that.of a pin with play could not be unknown 
to me, since, as far as I could find, my teacher, Professor Grashaf, 
about a dozen years ago was the firat who made similar investi- 
gations toward the determination of the proper diameter of ex- 
pansion rollers used in bridges. 

When the critic says, that on page 6 the assumption of uni- 
form transverse shearing stress underlies my analysis, there 
must certainly exist a misunderstanding, , and he means to say 
that the pressure on the semi-circumference of a bearing circle 
is supposed to be uniformly distributed over the diameter. 

There is also a misunderstanding on the part of the critic 
when he thinks that I had proved that there is no shearing 
strain on the surface of the pin. In fact, there is but one point 
of the circumference of a section through a bearing-pin which 
is free from shearing strain. 

Again, it is objected and said that in order that the trans- 
verse shearing should be uniformly distributed, the pin must 
fit the bearings. This remark is not correct ; for even when 
the pin does fit exactly, the shearing strain wiil not be uniform- 
ly distribute!. Again, shearing strain and pressure were sub- 
stituted one for the other. 

In the investigation under No. 1 of the little book, one part 
of the theory has not been taken up at all, and this is not no- 
ticed in the criticism: namely, the deflection of the pin due to 
the shearing strain. By this the maximum pressure on the 
bearing surface would have been found greater, but the amount 
can practically be considered as offset by the relief caused by 
the longitudinal pressure due to flexure. Namely, in the criti- 
cism doubt is expressed as to how the maximum pressure is— 
if at all—modified by the tension of flexure above. This ten- 
sion, indeed, is without influence, but not so the longitudinal 
pressure below, which, according to Navier’s law (see page 34) 
causes a vertical tension, which reduces the pressure. 

Under all circumstances, the giameter of pins found, ander 
the suppositions of the little book (page 6), would be theoreti- 
cally too small, when the pin does not fit exactly, and the given 
dimensions therefore must be considered as minima. 

Finally, it may be allowed to add, in answer.to one other re- 
mark of the criticism, that the influence of the transverse stiff- 
ness of the long and thin eye-bars is practically too small to be 
considered in the calculation; and since there are so many 
irregularities of manufacture, this little assistance is but too 
welcome. 

On the whole, it is believed that notwithstanding the difficul- 
ties of exact examination of even the very simplest phenomena 
of elasticity, the first part of my investigation has at least done 
this good—that of giving to many an idea that the bearing 
pressure is not at all uniformly distributed over the cross-sec- 
tion; that even with diameters of pins as large as those given, 
we still have to deal with pressures probably as high as 15,000, 
and even 18,000 lbs. per square inch, according to the more or 
less high degree of perfection of manufaeture. 

If I could hope by my paper to have caused a number of ex- 
periments to be made on this subject, such as recommended on 
page 15, the labor spent on this investigation I would consider 
as well recompensed. Cu. BEenpDeER, C. E. 








The Effective Section of Riveted Beams. 


Dover, N. H., October 20, 1873. 
To THE EDITOR OF THE RAILROAD GAZETTE : 
I am desirous of obtaining information in regard to the fol- 
lowing questions. If you can assist me, I should esteem it a 





a 





favor: 1. In designing a beam like 
.@.. the above sketch, made un of plates 
and angle irons—as, for instance, the 
top chord of a bridge—subject to 
compression, what is the rule adopt- 
ed by bridge builders to determine 
the “effective section,”\.or what al- 
A en (if any) pe be made for rivet holes? 2. Ifthe 
beam 1s subject to tensiop, what allowance should be made for 
rivet holes? How is the “effective section” determined? 3. If 
two plates are joined together by a ‘‘ batten,” forming « “ fish 
joint,” in tension, how great is the “effective section?” 4. If 
this joint was in compression, would any allowance have to be 
made for rivet holes ? 


Section ‘ab 
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You will assist me very much if you wili find an opportunity 
to reply to these queries. CHar.eEs A. FArRBANES. 

t 2 Generally no deduction is made for rivet holes in 
top chords. © 

2. Sections like.the one mentioned should be considered 
as channel bars of which / is the flange, Professor Ran 


kine in the fitth edition of. his manual, page.523, gives the 
formula to be used, factor of safety to be = 4. 











8.. In a beam of the above kind under tension, the full 
section of the rivet holes in the section most strained j is 
to be considered as lost. 

4.. When two plates in tension are joined by one cover- 
ing-plate, the rivets being in three rows, one behind the 
other on either side of joint lines, the full strength of the 


net area at one plate is transferred, by a sufficiently - 


strong covering-plate and by a sufficient number of well- 
disposed rivets, whose bearing surface should be counted 
as that of the section through the center of the shank 
(thickness of rivet multiplied by thickness of lightest 
plate); while the shearing strength is not more than 
8,000 lbs. persquare inch. Two rows of rivets with two 
covering-plates are equally strong. 

5. Generally no allowance for loss by rivet-holes is 
made when such a joint as under No. 4 is brought under 
compression, but it should be made when the joint is 
near the center of the compression member.—EDITOR 
RAILROAD GAZETTE. 








Railroad Officers as Newspaper Managers. 





To THE Epiror or THE RAILROAD GAZETTE: 

On more than one occasion it has been justly remarked in 
your columns that the circumstances of the Central Pacific 
Railroad are peculiar and exceptional. This remark is equally 
true of many things in California. Lying apart from the live 
world of the East, connected with it only by the slender cord of 
a railroad and a telegraph wire, this State has a history en- 
tirely its own in many departments. Colonized by and receiv- 
ing all it has that is best from the sturdy race of Anglo-Saxons, 
but surrounded on all sides by the sleepy civilizations of Span- 
ish America, British Columbia and the old Orient, California 
presents some curious contradictions. 

A large majority of the people and press of San Francisco, in 
@ greater degree than the remainder of the State, are conserva- 
tive, not to say old-fogyish, regarding all industrial enter- 
prises except mines, genuine and wild-cat. There are honora- 
ble exceptions, but this is the rule. 

In the day of its small things, when it was struggling with 
the herculean labors of surmounting the Sierra Nevada, the 
Central Pacific was made the butt of incessant and pitiless 
ridicule by certain San Francisco journals of influence. The 
epithet of “‘Dutch Flat Swindle,” as applied to it in those days, 
has become immortal. It was only natural that intelligent and 
energetic men should become deeply disgusted with news- 
papers which so jibed with cheap art inthe days when the 
railroad was poor and weak, and which, with a complete somer- 
sault, turned to the singing of fulsome paeaus in the days of its 
power and glory, when it was sailing ten miles a day across the 
clear, wide sea of the plains toa sure success. When its man- 
agers became wealthy enough to do so, it was only natural—but 
a mistake nevertheless—that they should determine to regulate 
such a light and whiffling weathercock, if possible, and ballast 
the tail of it with enough gold so that it would always point the 
right way. Itis not greatly to be wondered at that they de- 
termined to have in the State at least one newspaper which 
should never be a doubtful oracle. 

But first it is necessary to speak of an act of repression. 
The Sacramento -Union warmly championed the railroad in 
the years of its poverty and weakness ; but some time after it 
was completed and had become powerful and feared, for some 
reason the paper turned against it. It is a journal of ability 
and commanding influence, fu!l every day o! slashing editorials, 
and no doubt it was a stinging thorn in the company’s sides. 
After bearing with it a while, they forbade it from being sold 
on all the Central Pacific trains, and this interdict remains 
in force to this day. This was undoubtedly a mistake, as 
events have demonstrated. Evenif the Union had been actu- 
ated by personal motives, by some mean and mousing spite, as 
some assert—which I do not believe—it would have been a 
mistake notwithstanding. 

In the first place there are only about two hundred copies of 
that journal sold daily on all the trains controlled by the com- 
pany. This loss to the proprietors was insignificant compared 
with the gain they got from martyrdom. Every day there 
stood at the head of the editorial columns a notice stating that 
the paper was forbidden on the Ceptral Pacific trains, and that 
people wishing to read it should provide themselves with 
copies before leaving the station. That daily notice was an ad- 
vertisement of great efficacy. ‘‘The blood of the martyrs is 
the seed of the church.” I have very high (unofficial) author- 
ity for stating that the circulation of the daily has increased 
from 6,000 or 7,000 at the time the interdict was issued, to 
10,000 at the present day, though the price has been advanced 
one-half. If the design was to ruin the journal, the effect was 
quite the reverse, as it must ever bein a republican country. 
But if the effect produced on the daily edition was thus marked, 
that produced on the weekly waa even more marked, to its own 
advantage. The California farmers swear by the Sacramento 
Weekly Union. The farmer is generally & man who reads only 
one political paper, and reads that well—so well that 
he thinks precisely as his favorite journal does. Hence 
all the anti-railroad gall dammed upin the daily by 
the suppression passed off in the weekly and flowed 
into the rural mind. The men who buy newspapers 
to read on the cars are generally of a class 
that is many-sided, reading many papers of ail kinds 
of politics, so that the occasional less of the pernsal 
of the Union would affect their views touching the rail- 
road not the slightest; but the farmer, with his single paper, 
is narrow, and bitter as it is bitter. Possibly things might 
have happened as they did if the paper had not been prohib- 
ited ; then again they might not. In recent speeches delivered 
by the company’s officers to the workmen in Sacramento, they 
have charged that the Sacramento Union and the Sanu Fran- 





Nov. 


bond 
tions 
belot 


on tl 
Unie 
rece 





er 
the 


tly - 


ell- 
ed 
nk 
est 
an 
wo 


ler 
is 
OR 


oe & 


- 7-82 +@@Mhw* « | @ 


— OCR Sl lUmeeelUeOe 


Nov. 15, 1878] 


THE RAILROAD GAZETTE. 


461 








cisco Bulletin are mainly responsible for the decline of their 
bonds in Europe, the hostile result of the two recent State elec- 
tions, and the subsequent suspension of work on all new lines 
belonging to the Central Pacific. 

There is an amusing instance of the effect of this suppression 
on the company’s employees themselves. Subscribers to the 
Union who live along the line of the railroad and 
receive their papers by express, complain ef the loss 
of an occasional number, the same being prigged, 
so to speak (‘‘convey,” the wise call it), by the 
brakemen and other railroad officials for their own peru- 
sal. Iam far from blaming the boys for their natural human 
curiosity ; but it was certainly unwise in the company to make 
the paper so much like the torbidden apple of Eden. If the 
woman had not been told to let it alone, she would have let it 

e. 

+ is difficult to understand what motive the company could 
have had in this act, which would be congenial to Paris or Ber- 
lin, but which seems so foreign to repuolican America, and es- 
pecially to liberal, cosmopolitan California. It has taken. civil 
governments all the period of the history of man to learn tol- 
eration, and even now it 1s only understood in England and 
America. Railroad governments, on the other hand, have a 
past stretching behind them only half a century or thereabout. 
Is this then the explanation. But President Stanford, of the 
Central Pacific, before coming to this great office, had been a 
popular, able and successful governor of California, and 
had thereby acquired experience of the workings of free 
institutions. Itis weil known that the President was opposed 
to that ‘interference in politics” which, perhaps, more than 
anything else. turned the popular vote against the company so 
decisively a month ago ; and that he was over-persuaded to it 
against his better judgment by that arch-politictan irreverently 
known in San Francisco as ‘*Billy Carr, by gosh.” Even so it is 
highly probable, touching the matter of the suppression, that 
the President was overruled to this act of uowisdom by the 
majority of less-experienced men in the Central Pacific Di- 
rectory. 

This much for the company’s negative policy ; they have also 
had a positive one. Some sevenor eight years ago the Sacra- 
mento Record was established. By reason of its fresh, full 
news, its lively humor and its able editorial articles, it soon 
went forward and took rank among the best journals of the 
State Capital. At first it assumed to be the workingman’s 
organ, but afterwards it became apparent to its patrons that 
it had discovered reasons for taking up the gauntlet in 
defense of the railroad. It grew more and more into this like- 
ness, and came to be universally accepted and quoted as such 
throughout the State. The great pioneer journals of the ccast 
had years before made an arrangement with the Western Union 
Telegraph Company by which they had a monopoly of Eastern 
dispatches. Against this the younger papers like the Record 
worked at a terrible disadvantage. The Central and Union Pa- 
cific railroads had stretched a single wire across the continent 
for the dispatch of their own business. To assist their organ 
(nowadays there are three or more), the Central Pacific Com- 
pany allowed press telegrams to be forwarded over their wire 
whenever it was not required for their own use. As that wire 
had a considerable extent of ramifications on this side—under 
the name of the Atlantic & Pacific Telegraph Company—there 
grew up straightway a sharp competition in telegraphy, with a 
corresponding reduction in charges, all of which worked im- 
mensely to the advantage of the people of California, 
and especially to the advantage of the younger jour- 
nals. Receiving thus a body of Eastern telegrams nearly 
if not quite equal in value to that of the older papers, and 
edited with commanding ability, the Record soon came nearly 
up to its veteran rival. From a circulation of about 2,000 (on 
the same good authority above mentioned), before it was taken 
under the fostering wing of the railroad, it has reached one 
ofabout 7,000. In Sacramento itself, where the employees in 
the railroad shops number about 1,200, the two papers have 
nearly an equalcirculation. The railroad men everywhere, of 
course, together with the hotels along the lino, are the strong- 
hold of the Record, and the extent to which it is read indicates 
intelligence in these employees. In Europe the touch of the 
king was once the cure of the maladies of humanity, but that 
same touch is fatal now, for in those advanced outposts of 
liberty, the bookstalls, you can never buy the king’s paper. But 
Mr. Stanford is only a metaphorical king, and his paper is bought 
and read of men. 

But now the question arises, Has it been of sdvantage to 
the com;any mm any respect to maintain this organ? Cer- 
tainly not in a pecuniary way, for it is well known that, although 
they own no stock in it, they are obliged to subsidize it with 
very considerable sums of money annually. 

Although steadily underselling the anti-railroad journal, it 
has not perceptibly undermined it, except in its receipts, which 
is an inevitable result of all competition. 

And has it ever turned the minds of men toward the rail- 
road? Onthe contrary, it would seem. In the election of Sep- 
tember 3, of this year, the Record, with all its unquestioned 
ability, and reinforced by the 1,200 workmen of the shops, 
barely saved the city to the railroad, while the county went 
against it by several hundred votes. Andif such things hap- 
pen in Rome, what will happen in Vindobora ? 

STEPHEN POWERS. 








Cost of Railroad Transportation. 





At the annual convention of the American Society of Civil 
Engineers in Louisville last spring, a paper on ‘‘ Transporta- 
tion.”by Mr. Martin Coryell, was read, after which Hon. W. J. 
McAlpine made an interesting statement cn the relative capaci- 
ty and cheapness of railroad and canal transportation. Partly 
in reply to Mr. McAlpine, the following remarks were made by 
Mr. William P. Shinn, C. E., formerly General Freight Ageut 
of the Pittsburgh, Fort Wayne & Chicago Railway : 


pone bao as to the comparative cost of transportation by rail 
water. 

Mr. Sainn—Mr. President : Ido not know that I am prepared 
to add auy very precise tion to that already possessed 
by the Convention on this subject, but I will take pleasure in 
making a few suggestions which, while they will in some re- 
spects differ from some of the statements made by the illus- 
trions gentlemen who have preceded me, may be taken more as 
opening a field for investigation than as giving the results of 
investigation. 

This subject of transportation, it is hardly necessary to say 
before this assemblage, is ‘he question of the nour. All who 
bave read the newspapers for the Jast six months have discov- 
ered that it has entered largely into the debates in Congress, 
that our State Legislatures have devoted to it a very large por- 
tion of their time, and that the subject has been under dis- 
cussion in the meetings of farmers, grangers and of various 
other societies. We have seen that there is a demand to know 
whether transportation cannot be performed beller and cheaper, 
This discussion has naturally stirred up the investigation of 
the subject, and we have been given a great variety of views, 
most of which, I am sorry to say, have not proceeded from 
any scientific or professional source, and have not developed 
any facts which could be relied upon to determine the real 
state of the question. 

Now, Mr. McAlpine stated a while ago that railroads had 
received the attention of the best engineering minds of the 
country, referring, as I inferred, not to their construction, but 
to their management of transportation. If correct in my 
understanding, I beg leave to differ with the gen- 
tleman upon that question. Not in the broad sense 
that railroad companies have not had in some 
capacity the assistance of the best engineering minds of the 
country, but that the question of the transportation manage- 
ment of railroads has not received the attention of the best 
engineers. I think that the gentlemen here assembied will 
admit that. The men that. are prominent in managing our 
principal lines of railway are not noted for being celebrated 
engineers, but they are rather noted for being successful ma- 
nipulators of Legislatures, successful rators on Wall street, 
successful men in getting up corners in stock—in increasing 
and depreciating nominal values. That is the class of men 
with whose names our newspapers are filled as the men who 
control railroads and who control them not by virtue of their 
talents as practical managers, but through their ownership of 
stock, or by the confidence of those who do own stock. Now, 
so far as have been able to observe in my 
short experience, there. is no class of men 
in thfs country who are leas liable to become either manipula- 
tors of Legislatures, or victims of Credit Mobilier schemes, 
than the gentlemen of our profession. We do not find promi- 
nent engineers getting up schemes of that kind, either to run 
railroads or to build them. On the other hand, we do not find 
men who have control of tho railroads, and who are operating 
them, investigating the scientific basis upon which the econo- 
my of transportation depends. Nor, I am sorry to say, do we 
find them employing others to do so. As a consequence the 
wildest notions prevail on the subject of economy of transpor- 
tation. It is asserted by gentlemen whd have investigated the 
subject somewhat, that it costs one and one-half cents per ton 
per mile to transport freight by rail. I am prepared 
to say that the prominent railroads of this country 
transported freight by rail for seven-ninths of 
a cent per ton per mile last year, and made 
money on the traffic. Therefore the cost of it must have 
been less than that, but I have fixed that rateas having some 
relation to and being above the actual cost. The rate from 
Chicago to New York for the transportation of fourth-class 
freight in 1872 was about forty cents per hundred pounds. 
There was five centa per hundred pounds expense at New York 
in getting it across the river and delivering it to vessels in the 
harbor, leaving 35 cents per hundred pounds, or $7.00 per ton 
for the rail transportation over 900 to 960 miles of railway. 
The road that transported freight at these rates never made 
more money than they did last a they didn’t do that 
ee at a loss, as it formeda large proportion of their 
c. 


tr 

From this the maximum cost may readily be deduced, and it 
is evident that the maximum cost was seven mills per ton per 
mile, That, of course, was upon freight which was moved in 
full trains of full cars, and under circumstances most favorable 
to the present railway management. 

Now, as I have stated before, instead of the economy of rail- 
way transportation having received the attention of tho best 
engineering talent in the a it seems to me that such 
talent has been studiously avoided, and rigorously excluded 
from any prominent voice in that management. within 
my own knowledge have run for years with an equipment which 
was not more than two-thirds adequate to do the business 
which was pressivg upon them. They had a machine in their 
railway which was capable of doing twice or three times the 
business that they were doing, but they had not equipment 
enough to employ it more than one-third or one-half 
of the time. After repeated representations of that fact to 
the managers, an unusual pressure of business having proved 
to them that there was a demand for more cuvigment. they 
made a sudden increase of equipment without making any cor- 
responding increase in side-tracks or terminal facilities, and 
then they found that ay Os got the machine disproportioned 
the other way. The d nearly—perhaps quite—enough 
equipment for the time, but they bad not enough terminal 
facilities to get rid of the traffic as fast as it accumulated, as 
they had not side-tracks enough to pass the trains, and they 
delayed the trains in passing ; and so crippled the business of 
the road by blockading the terminus that when they should 
have huudied four bundred cars per day, there could not more 
than a hundred cars get through. That is the kind of en- 
gineering talent that has been applied to some of our best rail- 
roads. 1 cupfess it has not been very encouraging. 

In regard to the capacity of railroads to do business, as com- 
pared with canals, while I do not propose to speak upon the 
subject of capacity in any detail, I wish to say that the capacity 
of railroads must not be judged at all by the amount of busi- 
ness that has been done upon the four existing trunk lines of 
railway. These lines are none of them, so far as I am aware, 
managed upon a scientific basis. They are not generally con- 
trolled by :aen who value engineers, or who employ them to 
do anything more than merely to locate and perhaps construct 
some of the works. On the other hand, they have been slow to 
develop the resources of the country; they have been slow to 
acquire the necessary equipment ; they have been slow to give 
the necessary terminal facilities, and ner have all had inade- 
quate facilities at- tide-water to getrid of what freight they 
could bring there. 

For instance, the Pennsylvania Central Railroad, which has 
the reputation of being one of the best managed railroads in 
the country, has-never been able to get rid of more than sixty 
cars per day of grain in bulk w.thout being blocked up. They, 
of course, do not begin to limit the number of cars untii they 
are really blocked up, and then the blockade is transferred 
from Jersey City to Philadelphia, and from Philadelphia to 
Pittaburgh, and so on. back until every yard they have from 
Jertey City to Chicago is full. The necessity for increased 
facilities was very evident, but the stockholders of the Camden 
& Amboy Railroad, over which the freight came to Jersey City, 
took the ground that they could not afford to spend four mil- 
lion dollars at Jersey City to increase the facilities of getting 





The Cuarz—The Convention would be pleased to hear from 


dollars spent inincreasing depot facilities, in filling up docks 
and building elevators, it mauifestly would make no r turn to 
them, and therefore they would not make it. All of which will 
in due time be reme \e 
It is undoubtedly true that there is a vast amount of agri- 
cultural products that is not carried to the seaboard, Lut I eup- 
se there is no doubt that a very much larger amount could 
brought on existing roads, if prices obtainable for it at the 
seabosrd would justity its shipment. 
The question as to whether the price can be reduced is mair- 
ly a question whether transportation can be done for less than 
it has been done. I have stated that transportation has been 
done during the last year at a cost of from 7-9 to 7-10 cent per 
ton per mile—at a cost to the consumer, uct the railroad come 
pany. 1 have reason to believe that that cost can be consid- 
erably reduced. ‘Take, for instance, the item of dead weight. 
A common country wagon, well built, weighing about eight hu: - 
dred pounds, will carry three thousand, and can be haukd 
over apy fair country road, on which it will have occasion to 
Re over stones, and receive at places a perpendicular fall of 
rom one to two inches. Then we have the ratio of paying 
weight to dead weight of about 3jto1. Tho ordinary box cer 
in use upon our railway at the present timo weigts about teu 
tons, and the maximum load allowed is usually about eleven 
tons, but the average load that they succeed in getting into it 
is about eight tons, showing that the dead weight is about 58 
per cent. of the whole weight. 
Now it does not seem reasonable that a machine constructed 
to run upon a smooth, even surface, such as arailroad track 
ought to be, which ought to receive no perpendicular fall, 
should require a carriage so disproportionatcly weighty to the 
load which it carries. 
I have already shown that the best engineering talent bas 
not been brought to bear upon the subject of the proper rela- 
tion of the different paits of railway machinery to each otber. 
Now, as to what amount of tonnage may be carried over a rail- 
road, it is to a great extent a matter of speculation ; but il, as 
the gentleman has stated in the paper read, a railroad was built 
exclusively to carry freight with a double track, so that the 
trains could always move upon one track in one direction, and 
not be required to turn out for anything, itis manifest tLat a 
good many trains could be run in one way upon one track, and 
the other way upon the other track. Tne ordivary rule is for 
freights to follow each otLer at the distance of five minutes, 
but by the introduction of the English block system, or 
something similar to that, it is only necessary that 
there should be an interval of two minutes. But if 
we allow ten minutes as the period to elapse between 
the trains following each other, and have cars of 
such construction and engines of such power that a train 
should carry 200 tons (which #iz not an usreasonable supposi- 
tion, for we do that on many railroads now), we would have 
200 tons of freight passing in one direction every ten minutes, 
or 1,200 tons in an hour. Call that a thousand tous. That 
would be 24,000 tons a day and 7,200,000 tons in a year, which 
would be considerably more than my friend McAlpine stated 
was carried by the whole of the four trunk lines now exisiing 
between the East and the West. 


Mr. McAurine—It is one-fourth that was carried by the four 
railroads. 


Mr. Sainn—In an engineering point of view there is nothing 
improbable in that. If, as is supposed in the views of Mr, 
McAlpine which he bas submitted to us, thero is a vast amount 
of tonnage now to be transported, there is no en- 
gineering obstacle in the way of its being done to 
this extent. 1 will not attempt to work out the 
problem of what the cost would be of carrying seven millions 
of tons on one railway as compared with the cost of carrying 
two millions of tons on five railroads. It must be ev dert tuat 
the cost would be very considerably reduced, and, as I have 
already shown that the cost on some at least, if not all of these 
four first-class railroads, is less than 7-10 cent per ton per 
mile, it must be evident that the cost would be very low as com- 
pared with apy figures heretofore stated. 

I noticed a short time ago asa part of this agitation on this 
subject of transportation, ina paper that preseuts generally 
rather enlightened views (the Pittsburgh Commercial) an 
article iu reference to this discussion, aud contained in it was a 
suggestion that ifa railroad w re built .evoted exclusively to 
freight transportation, and if parties who wished to 
have transportation done on it preferred to own their 
own cars, and by inference ruu their own locome- 
tives (although it didu’t sey that—but to run their own cars 
the same as boats are now 1un on the canals) that ile cort to 
the companies would be reduced to one-fourth of its present 
cost. The cost of transporting cereals grown in lowa, Ken- 
tucky, Missouri and these other Western States to the seaboard 
does not average, take it the year round, one cent per ton per 
mile at the present time, and therefore the article assumes that 
it could be done for 2$ or 3 mills per ton per mile, 

Such statements as that are certainly not calculated to lead 
to any good result, because the statement is so far beyond the 
fact that transporters just dismiss it, saying that it is all non- 
sense, and they won't .ovk into it. 

Ihave thought for some time that it would be very valuable 
if an investigation could be made by intelligent parties capable 
of conducting such an investigation from ¢siablished data, and 
to give to the country sometuing which would be authority 
upon the subject of the cost of transportation. There is noth- 
ing of the kind now. There is no practical authority upon the 
subject, nor do | know ol any course wheuce any such authcr.- 
tative statement may be looked for. It has entered my mind, 
since the society commencad this session, that it would bea 
very good thing if the subject could be investigated by a com- 
mittee. 


[In reply to some remarks made later by Mr. McAlpice, Mr. 
Shinn said :] 

As Mr. McAlpine was not in during the fore part of my re- 
marks, he misunderstood a portion and has uniuteutiovally 
misstated. I desire to correct bim. 

In tie firat place, the statement that I made as to the cost of 
transportation being seven mulls, was not based upon a model 
railroad, but upon the work actually done on ¢xisting railways 
during the past year. I do not wish to be msuuderstoud. I 
wish it distinctly understood by the Convention, tht tle state. 
ments I have made were made after due investigation and full 
deliberation, and Iam prepared to stand by them and prove 
them, and it I can possibly tiud time between this and tue next 
Convention, I will do that to the satisfaction of every member 
‘then present. 





A Novel Orossing Gate. 

A Philedelphia paper ssys : 

“The Philadelphia & Reading Railroad Company has placed 
at the crossing of its Germantown & Norristown Branch and 
Columbia avenue, where the Union Passenger Kailway cars pass 
the track at a very steep grade, a novel arraugement to protect 
the lives of those who use that thoroughfare. A uarrow-gauge 
railroad bas been built across Columbia avenue, on which is 
mounted an iron fence on four wheels. Tie fence closes up in 
a very varrow space, and when not in use it is run in the signal- 
Louse at the corner. When the train is signaled, the man in 
charge, instead of waving a red flag, seizes the fence and 
strotches it completely across the street, thus preventing either 
pedestrian or vehicle from passing until the train bas moved 





rid of freight for the Pennsylvania Railroad, when they on! 
got sinoty sailes haul on Me Wile it might be of very 4 
advantage to the Pennsylvania Railroad to have four 


~ and thereby saving many too venturesome persons irom &c- 
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Editorial Announcements. 





Removals.— The Chicago office of the RatLRoaD Gazette has been 
removed to No. 17 Jackson street, opposite Third avenue. 

The New York office of the Raturoap GazetrTe is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 

Oorr da We cordially invite the co-operation of the rail. 
road public in affording us the material for a thorough and worthy 
ralroad paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 





Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc.; but when engravings are necessary 
the inventor musi supply them. 


Articles.— We desire articles relating io railroads, and, tf acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 








THE CONDITION AND PROSPECTS OF RAIL- 
ROAD TRAFFIC. 





With so general a depression and we may say discon- 
tinuance of business throughout, the country, and so 
enormous a fallin the prices of all kinds of railroad 
securities, one would naturally suppose that a great de- 
pression in railroad traffic had been caused by the former 
and was indicated by the latter. There has been a con- 
siderable decrease in most branches of manufacturing 
within the past two months, a large decrease in purchases 
of merchandise, and an enormous decrease in the prices 
of railroad stocks and bonds. The latter came first, now- 
ever, and it is worth while to inquire whether it has 
since been justified by the condition of the country and 
the demand and supply of its products. 

Although the United States is by no means an exclu- 
siv:ly agricultural country, and the, most populous 
States have a minority of their people engaged 
i. tilling the soil, still to a very great extent the 
prosperity of this country is dependent upon the 
quantity and price of its crops. For, with the 
exception of petroleum, these are the only things of 
which we produce a surplus. They are what we export. 
Our manufacturers do not produce for Europe, South 
America or China, but almost solcly for the United 
Sates. Primarily, they ar- the servants of the industry 
which produces a surplus—the agricultural industry. 
When the latter is depressed by reason of short crops or 
low prices, all other industries must suffer. When the 
farmers are prosperous, when they have large amounts of 
co‘ton, grain and catile to sell, and the foreign demand is 
sufficient to make the prices high, then usually other busi- 
nes3 is prosperous; for when the farmers sell much they 
buy mucb, and the industries which supply them directly 
are stimulated, by which still other industries are made 
active, and so pretty much throughout the whole com- 
munity, which is thus seen to depend chiefly on the pros- 
perily of agriculture for its prosperity. If the farmers 
are good customers, the manufacturers of almost all goods 
prosper; if the farmers cease to buy, the manufacturers, 
having no foreign market for their wares, find no sales 
and have to decrease or discontinue production. 

Now the railroads, while they share more or less the 
general prosperity or adversity, are especially affected by 
the condition of agriculture, for the products of the soil 
form the largest part of their traffic, these products being 
for the most part enormous in bulk, and going great 
distances to reach the consumer. So with very large 
crops the railroads are pretty sure to have a very large 
traffic in one direction, even if the prices are very low. 
The obstacles to a profitable business then are chiefly the 
lick of return business and the low rates received for 


to market unless the charges are lower than usual. But 
when the crops to be moved are large, and the prices re- 
ceived for them satisfactory, then the conditions ot 
a traffic both large and profitable exist, and we have 
reason to look for prosperity among the railroads. 
How, then, is it now? The crops certainly have not 
failed. Of cotton, our chief export, there is probably a 
larger supply than last year; of wheat, there is a supply 
very much larger than usual, accompanied by a foreign 
demand likely to absorb all the surplus; of corn, which 
was in enormous excess last year, the supply is small, 
not simply small in comparison with last year, but 
absolutely smaller than the average ; the amount of pro- 
visions, or of the “pork crop” which determines the 
amount of provisions, cannot be known for some time to 
come, but is likely to be fairly large, but somewhat lim- 
ited by the short corn crop. Of those s!ighter products 
which are not exported, but which in the aggregate are 
ot great value, there is no reason to suppose that the 
supply is smaller than usual; but the demand for these 
depends chicfly on the prosperity of the non-agricultural 
community. 
The quantities of productions, however, we have said, 
are but one of the elements which determine the farmer’s 
prosperity. The second is prices, which we will consider 
here ; and in so doing it should be noticed that we have 
taken the prices this year after they have had the full de- 
preciating effect of the financial stringency. 

The following are the New York prices now a .d a year 
ago of some chief products : 


1872. 1873 
Cotton (low middling)..................... .18% 123% 
rrr ree 1.50 13) 
| eS eee ee -65 .60 
OS ES ie oe eee ee 16.00 15.50 


Gold was about 113 a year ago against 1073 now, and 
were we to give the gold value of these prices, which is 
the only correct one for comparisons, they would be as 
follows: 


1873. 
13 
1.21 

56 
: 14.42 

We see, therefore, that the differences in prices are nol 
very great, even in these times, when the demand for 
money is extraordinary, and such thata dollarin gold 
has a much larger purchasing power than it hada year 
ago. If we may trust these figures, then, we are receiving 
somewhat lower prices in much more valuable moncy 
for a larger amount of productions than. last 
year. The cotton planters may not be quite 
so rich as last year, yet nearly so. The 
wheat-growers of the Northwest will be much 
richer, having very much larger crops to sell at lower 
prices. On the whole, with the foreign demand for 
breadstuffs such as it is and must be, it is not probable 
that the farmers will receive less, or much less, than they 
did a year ago, and their financial condition has not sv 
greatly changed as to make it necessary for them to de. 
crease considerably their expenditures. Doubtless they 
have bein doing so to some extent, as has everybody 
else, but we cannot infer from the first weeks of a panic 
what their conduct will be for the season, a: d we may 
reasonably expect that, taking the whole year, they will 
buy just about as much as their receipts for their produce 
will enable them to buy. 

However, we have no longer to speculate on the first 
effects of the panic, for we have now the reports of earn- 
ings for fourteen lines for the month of October, which 
we publish elsewhere under the head “ Traffic and Earn- 
ings.” These reports show that of the fourteen roads 
eight took in more and six less than during the same 
month last year. The aggregate receipts of the fourteen 
roads were $8,053,033 in 1873 and $7,974,632 in 1872, 
which is an increase this year of $78,403, or very nearly 1 
per cent. The mileage worked, however, was considera- 
bly greater this year, being 9,267 miles in 1873 against 
8,639 in 1872, and the increase of 578 miles is as much as 
67 per cent. The earnings per mile for the month were 
$869 for this year and $918 last year, showing a d crease 
this year of 5} per cen*., which is not altogether desirable 
certainly, but, considering simply the larg? prop >rtion of 
new road and not taking into account at ail tue depressed 
condition of business, is hardly greater than could nat- 
urally be expected. The large decreases are those of the 
Atlantic & Great Western (148 per cent.), the Illinois 
Central (13g per cent.), and the main line of the St. 
Leuis, Alton & Terre Haute (26 per cent.). 
Generally we may siy t!at the very low lake 
rates (at atime when they are usually high), succeed. 
ing the high rates prevailing early in S-ptem- 
ber, have had an encouraging effect on shipments by 
railroa’s leading to the lake ports, and a discouraging 
effect on shipments eastward through by rail. It is 
probable that the east and-west lines running south 
of the Jakes have f.lt a considerable diversion cf grain 
traffic on account of these low lake freights, which have 
been hardly balf as high since the Leginning of the panic 








carrying, as much of the produce absolutely will not go 








as they.were before. 


A; for the immejiate prospect—the prospect {or 
winter traffis—that depends largely oa circum 
stances hardly as calculable as a general panic 
even. For the weather has much to do with this, and 
for the past two winters had so much to do with it.as to 
limit it greatly almost everywhere and make it quite un- 
profitable, doubtless, on more than cne in- 
portant line. It is true that the early begin- 
ning of shipments of. grain and the low Octo” 
ber and November rates on’ the lakes have caused an 
unusually large amount to go forward ; but if the reports 
of the Northwestern wheat crops and the foreign demand 
are not erroneous, they have alsol left behind an un- 
usually large amount. With existing rail rates, which 
miy be profitable in an open winter, heavy through 
shipments of wheat may be expected all winter. The 
provision traffis has not yet begun, and will be done 
largely in winter, at all events. Most of the cotton has 
yet to come forward, and there is an abua- 
dance of material to maintain a great movement 
to the searoird throughout the season. The 
coal carriers will suffer greatly —some of them—by the 
closing of the blast furnaces and iron mills, if they shall 
remain closel; but this and mst other in.nufacturing 
depends very largely on the early and free marketing of 
these same agricultural prolucts, and the receiving of 
good prices for them. 

In all our estim ites of the pro} ule protits of railroads, 
we should bear in mind the variable value of the currency 
we use, and its inflaznce in decreasing expenses as well 
as receipts. Alm st everv railroad in the country must 
have largely reduced its expenses since September, and 
those which have nt tried have done so, a3 well as those 
which have been prompt to reduce wages. Fora dollar 
goes much further ia purchasing sapplies of almost every 
kind. In rails the fall has been something like 20 per 
cent., and purchases of all kinds of material and rolling 
stock are made on much more favorable terms than for 
years past. 

And further, this appreciation of the currency—an ap- 
preciation which the difference in the premium on gold 
does not nearly measure-~should be counted in consider- 
ing the net receipts of the companies and their divisible 
profits. Those who pay gold interest on their bonded 
debt can to-day pay their coupons with 6 per cent. less 
currency than was required three months ago. And the 
stockholder who shall receive a 9 per cent. dividend can 
doubtless buy more with it than he could last year with 
a 10 percent. dividend. If our currency should reach 
par with gold, it is only natural that prices of stocks, as 
of all other property, shoul. be lower, and, unless there 
should be a great increase in prosperity, should return 
smaller dividends—not smaller in value, but smaller in 
the figures which represent them. A 7 per cent. gold 
dividend on New York Central would be worth as much 
as the 8 per cent. currency dividends which it has been 
accustomed to pay heretofore, and though currency is 
not now at par, itis worth considerably more in gold 
and much more in commodities than it was last year or 
three months ago. 


We conclude from the facts which are now attainable 
that, so far as the traffic frem_ agricultural products is 
concerned—which is the chief traffic of most of our rail- 
roads—it is hard to see how it can be less for the season 
than heretofore; that, from present appeargnces, farmers 
—whose dcmand chicfly rules trade—are likely to 
consume nearly or quite as much as last year; 
that the great fall in prices, and in the 
prices of railroad supp.ies particularly, makes 
the cost of working ruiilroads less than heretofore; 
and, finally, that the appreciation of the currency ha; 
had a considerable effect in raising the value of the 
dollars that may be divided as net profits, so that so 
large an amount is not now necessary to keep up the 
ra‘e of profit. This may be balanced short'y by a fall 
in the prices of transportation, but it has not been so far. 
Altogether we cannot but believe that the outlook is 
favorable for the lines with established traffic, whatever 
may be the returns at the present moment. 








The Railway Association of America. 


The special meeting of this Association which is to be 
held at the Grand Pacific Hotel next Wednesday (No- 
vember 19) promises to be a very important one. The 
subjects which the meéling was called to consider are 
the abolition of commissions for the sale of tickets and 
the re-organization of the Association. The regu- 
lar meeting in October recommended the _ aboli- 
tion of commissions, but only a small _ propor- 
tion of the lines being represented it was 
thought necessary to have the subject more thor- 
oughly canvassed, and hold a special meeting for final 
action. There ave hardly two opiiions on the su! ject 
among railroad managers, und the practice would have 








been broken-up long ago, or rather would never have 
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been introduc +d, bat forthe feeling that som companies 
could not be trusted to keep their engagement, and that 
if oné company sliould pay commissions while all 
the rest refused, the former would take away s0 
large a proportion of the business as to injure the 
others. And so long as the system is tolerated, it is nec- 
essary, in amanner, for all companies to pay as extrava- 
gantly as any one. The company offering the best terms 
gets the aclive labors of a great army of solicitors and 
others whose effurts would be united against any com- 
pany or companies which should refuse to permit them 
to share their earnings. 

We unders.and tha: nearly every railroad has assented 
to the proposition made by the Association, and that 
there is every probability that the reform will be adopted 
next Wednesday. As, a measure of economy it espe 
cialiy recommends itself at this time, when the em- 


ployees of the companies have generally had 
to submit to a considerable reduction in pay. 
A significant intimation that the measure is 


likely to be en‘orced is the fact.that the ‘‘ outside” 
ticket sellers of New York have held a meeting and 
resolved to unite in opposition to this reform, which 
threatens to put an end to their business. They will 
present a protest at the Chicago meeting, we understand, 
which is the proper thing for them to do. 

The Committe on Redrganiz ition was given but short 
time tod sign the organization and plan of working ol 
socie'y with interests so enurmous, various and compli- 
cated, but they have some examples before them—tail- 
ures to be avoilied as well as successes to be-aimed at— 
and they may do part of their work even if they cannot 
complete it before this meeting, which we hope to see 
more generally attended than such meetings have been 
heretofure. 





Record of New Railroad Construction. 





This numberof the Rartroap GazetTe has information o1 
the laying of track on new railroads as follows : 

Montpelier & Wells Rifer.—Tuis road has been completed by 
the laying of 5 milee of track from Groton Village, Vt., west- 
ward. Carthage, Watertown & Sackelt's Harbor.—The track 
is laid from Watertown west 5 miles to Eist Honosfield, N. Y. 
Cumberland Valley.—The Dilisburg Branch has been com. 
pleted from a junction with the main line 9 miles southwest of 
Harrisburg, Pa., south 16 miles to Dillsburg, Pa. Pennsyl- 
cana.—The Williamsburg Branch is completed from Williams- 
burg Junciion east 13 miles to Williamsburg, Pa. Elizabeth- 
town & Paducah.—The Louisville Ectension has been extended 
northward 10 miles to a point 14 miles north to Cecilia, Ky. 
Texas & Pacific.—The Transcontinental Division has been 
extended from Dodd's City east 6 miles. 

This is a total of 55 miles of new railroad, making the length 
complcted in 1873 in the United States 3,129} miles. 








Tue PeNNsyLVANIA Rartroap Scrip Divipenp is almost the 
first resu t of the panic made known affecting the payment of 
dividends, and it will perhaps have more effect than it ought to 
have in leading people to believe that a lossof dividends will 
be a general effect of the financial stringency. Indeed, the 
circumstances of the Pennsylvania have been such as to lead 
people naturally to suppose that it could hardly be embarrassed 
by any financial stringency. Immediately after the panic, con- 
trary to its usual practice, it published statements of its earn- 
ings for the current year, which showed a very large increase, 
which no probable decrease for the rest of the year could neu- 
tralize ; aud while it was known to have been making large 
expenditures on capital account for improvements of 
its road, it was kuown also to have added largely 
to its capital by new stock issued at par and by a 
new issue of $10,000,000 of bonds luckily sold on good 
terms in London just before the panic. But at the meeting of 
the directors on the 7th, at which the usual halt-yearly div- 
idend of 5 per cent. was made payable in the company’s scrip 
due in fifteea months, it was annouaced that receipts on cap- 
ital account have been very much less than the expenditures, 
and while the net earnings for the half year ending with 
October have been enough to pay a dividend of 63 per cent., 
beside all fixed chaiges, it seems not to have had the cash on 
hand, nor to have considered it expedient to borrow it. As the 
shareholders generally, we believe, have subscribed to the new 
issue of stock to an amount very much larger than the div- 
idend, and the scrip is made a good tender for these subscrip- 
tions, comparatively little injury is done, and the result is vir- 
tually that the stockholders make the new improvements with 
their profits, and take their pay in the new stock which repre- 
sents these improvements, instead of receiving their profits in 
cash, and paying for the new stock in cash also. Still, it is 
doubtless some injury to the reputation and market value of a 
stock to have a regular cash dividend payment modified. 

It is noticeable that the net profits of the New Jersey leased 
lines are not yet quite sufficient to meet tho rental, though the 
deficit is only $60,000 for the half year, which is only 3} per 
cent. of the net earnings of the property. 








Tue Ixurnois Passencer Law, which limited the charges of 
railroads earning $8,000 per mile to three cents a mile, and 
which a year ago caused a great excitement in the State, 
where passengers frequently insisted on riding after tendering 
what they called the “ legal fare,” was the basis of a suit which 
has been decided recently by the Supreme Court of the State. 
A suit was brought soon after the law went into operation by 
& jawyerof Kankakee. In the Circuit Court he lost his case, 





the law being declared unconstitutional, the judge holding that 
it is not competent for the Legislature to decide what is a 
reasonable or unreasuuable charge for transportation, but that 
this question must be decided periodically, atter hearing testi- 
mony. It appears that the fare was paid before the Railroad 
Commissioners had announced to what class the railroad be- 
longed ; and, on the ground that it could not be known what the 
legal charge would be until such announcement, the Supreme 
Court decided in favor of the company and declined to pass 
Opinion on the constitutionality of the law. ‘Che law itself 
prescribed that roads earning so much per mile should not 
charge more than three cents per mile, and the railroad com- 
pany for many years had earned’ more than that amount per 
mile; but, according to the Court, it was necessary for the 
Railroad Commissioners to ascertain these earnings and assign 
the class to which they would make the road belong, before 
this rate could be considered established. 








Train Accidents in October. 





On the Ist, at Stillwater, Minn., on the Stillwater Branch of 
the Lake Superior & Mississippi Railroad, a car running down 
a trestle towards another could not be etopped in time on ac- 
count of its brakes being broken, and there was a collision, by 
which one car was thrown from tue track and the road blocked 
for some time. 

On the night of the 1st, five miles east of Palmer, Mass., on 
the Boston & Albany Railroad, an express train runuing at full 
speed went into an open siding, struck three freight cars which 
were standing on the siding aud utterly demolished them, 
crushed the locomotive and n arly destroyed the baggage car 
and two drawing-room coaches, while several other cars were 
thrown from the track. Not only was the switch misplaced, 
but there was no light on it. 

Oa the morning of the 21, near Mill Creek, Pa., an express 
train ran into the rear of a freight train which had halted on 
the track and neglected to send backa flig. Four freight cars 
and * Se track of the express engine were thrown frum the 
irack, 

Ou the 2d, as the Decorah Branch train on the Iowa Division 
of the Milwaukee & St. Paul Railway was backing down from 
pre to to Calmar, it ran over a cow, and the whole train was 

itched. 

Ou the morning of the 34, near Raymilton, Pa., on the Alle- 
gbeny Valley Railroad, an axle broke uader the third car from 
tue rear eud of au ol train, vy which three cars were thrown 
uff and buraed. The road was blocked about three Lours. 

Ou the 3d, an excursion train of Sunday-school children ran 
into a treight train ou the Harlem Extension Railroad, near 
Eagle Bridge, N. Y., wrecking .both engines. It is reported 
that the conductor of the excursion traiu had been ordered to 
wait for the freigit at the station back of Eagle Bridge, but 
tatended to try to reach the next station before it. 

On the $1, near Council Hill, Lil., on the Liinois Central Rail- 
road, a cur broke loos: and started down a steep grade. A lo- 
comotive was sent after it, and both together ran into a north- 
bound freight train, breaking up two care and badly damaging 
voth engiues. The engineman and fireman of one engine 
were injured. 

Oa the night of the 3d, near Cicero, Ind., on the Indianapo- 
lia, Peru & Cuicago Raiiroad, five flat cars of a freight train 
were throwu from the track and wrecked by running over a 
cow, blocking the road several hours. 

Ou the afternoon of the 4th, a train of gravel cars on the New 
Haven & Northampton Ruilroad was thrown from the track at 
cemanng of a horse railroad in New Haven, injuring the con- 

actor. . 

On the morning of the 5th, at Stockholm, N. J., on the New 
Jersey Midland liailroad, a freight train got out of steam on a 
heavy grade and a reversed curve and became stalled, and 
while halted another freight train ran into its rear, knocking 
two freight cars down a steep bank and disabling the locomo- 
tive. A brakeman was injared in jempins 

Oa the 6th, between Cincinnati and Unionville, Mo., on the 
Burlington & Southwestern Railroad, the locomotive of a con- 
struction train ran off the track and rolied down an embank- 
ment, killing the fireman and severely injuring the foreman of 
the round-house, who was riding on the engine. 

Oa the afternoon of the 6th, as a freight train was being 
switched from the main live to the Hackensack Branch of the 
Erie Railway another freight train ran into its rear, wrecking 
several cars, setting fire to the ruins, blocking both tracks an 
hour, aud delaying many trains much soe. 

Ono the evening of the 7th, at Union, N. Y., on the Erie Rail- 
way, a wild train ran into the rear of an extra freight which 
Was standing on the muin track, by which the caboose and two 
coal cars of the train struck, and the locomotive, tender and 
two gondolas of the striking train were utterly wrecked. A 
brakeman who was covered — the wreck was slightly hurt. 

On the night of the 7th, at Doud’s, lowa, on the Des Moines 
Valley Railroad, one freight train ran into the head of another 
whicn was standing on the main track at the ordinary passing 

oiat. 

: Early in the morning on the 8th, as a west-bound express 
train on the Pennosyivavia Railroad was passing a switch at 
Rockville, Pa., the train broke in two, and the rear section alter- 
ward ran into the other, severely injuring the conductor, fire- 
man and one brakeman. 

Early in the morning on the 8th, as a ey train was 
ruaning at full speed through Jamesiown, [nd., on the Indian- 
apolis, Bioomington & Western Railway, the locomotive jamped 
tue track at a switch and turned upon its side, and was followed 
by the baggage car and one coach, which were badly wrecked. 
‘Lbe road was blocked some hours. 

On the morving of the 9th, near Baldwin, Pa., on the Penn- 
sylvania Railroad, a freight train ran into the rear of another 
which was backing out of asiding upon the main track after 
having let a passenger train pass. Tae engine of the striking 
train, and the caboose and several other cars of the backing 
train, were wrecked. 

On the afternoon of the 9th, near Stanton, Tenn., on the 
Memphis Branch of the Louisville & Nashville Railroad, a 
south-bound passenger train ran over a cow, by which the 
epgine was detached and a sleeping-car torn from its trucks 
and thrown against the engine. . 

On the afternoon of the 9th, near Auburn, Ind., on the De- 
troit, Eel River & Lilinois Railroad, a construction train back- 
ing at the rate of ten miles an hour ran over some cattle and 
had the caboose full of workmen and three other cars thrown 
from the track and demolished. One man was killed, and three 
others severely injured. : 

On the night of the 11th, near Byron, N. Y., on the New York 
Central & Hudson River Rai , atreight train ran into a 
section which had broken off from a preceding freight train, 
wrecking the locomotive and fifteen cars. 

On the morning of the 12th, in Portland, Me., on the East- 
ern Railroad, a train caught the end of a car loaded with cat- 
pes which as been left too near the main track on a siding, 
and upset it. 

Oa tbe 12th, near Trevillian, Va., on the Chesapeake & Ohio 


dune to passepger cars. The dainage is reported at $15,000, 
and the engineman of the coal train is blamed. 

On the evening of the 13th, the rear car of a south-bound 
freight train, on which was the brakeman, broke loose at River- 
ton, N. J., on the Amboy Division of the Pennsylvania Railroad, 
but was not missed; and when the train had run ona lew 
miles, twenty more cars broke off, without notice, the brake- 
man being with the car firat broken off. A following freight 
train ran into these twenty cars between Palmyra and Fish 
House, wrecking the engine and some of the cars, blocking 
both tracks ali night, killing the fireman and injuring the en- 
gineman and a brakeman. 

About 6 o'clock on the evening of the 13th, a west-bound 
express train on the Central Railroad of New Jersey ran into 
train of empty coal cars which was soy 8 switched across the 
main track from the branch leading to the Port Johnson coal 
docks, near Bergen Point, N. J. The passenger locomotive 
was badly damaged and several cara were wrecked. The en- 
gineman of the express jumped and was badly injured ; a brake- 
man on the express was severely and several een gt slight- 
ly injured. The fault appears to have been with those in 
charge of the coal train, as the express was on time and had a 
right to the track. 

On the night of the 14th, near Vallejo, Cal.,on the Cali- 
fornia Pacitic Railroad, a north-bound freigbt train ran into a 
car which had been blown from the siding upon the main track, 
throwing off the locomotive and a number of cars. 

About 7 o'clock on the morning of the 15th, on the Baltimore 
Union Railroad, asa gravel train was entering a switch it was 
ruu into by a following train. But little damage was done to 
the rolling stock, but a laborer on the gravel train was thrown 
from a car and killed. The engineman and conductor of the 
second train were censured for curelessness. 

On the 15th, the second section of a north-bound freight 
train, on the Puiladeiphia & Erie Railroad, ran into tue rear of 
she first section at the water- tank near Georgetown, Pa., break- 
ing up seven cars and blocking the track four or five hours. It 
was very foggy at the time. 

On the afternoon of the 15th, near Prentiss, Ill., on the Jack- 
sonville Division of the Chicago & Alton Railroad, 18 cars of a 
freight train were thrown from the track and badly wrecked by 
a broken rail. 

On the night of the 15th, near Headquarters, Ill., on the 
Cairo & St. Louis Railroad, a south-bound passenger train was 
thrown ‘from the track at a point where the track had been 
spread maliciously. 

On the night of the 15th, when the fre:ght train from Boston, 
on the Boston & Providence Ruilroad arrived at Providence, 
three or four cars were sent eff on a “ flying switch” for the 
freight house. There was no brakemsn on them, and they not 
only went to the freight house but tnrough it, kuocking down 
the bunter at the ead of the siding, and running across a 
street into a yard, tearing two of the cars from their trucks. 

On the night of the 15th, at Normal, Ill, on the Chicago & 
Alton Railroad, a stock train ran off a ewitch, and a caboose 
full of passengers and two cars of stock were ditched, va nome 
five men, two of them dangerously. Twenty cattle were killed. 

On the morning ot the 16th, about four miles south of Kan- 
kakee, Ill., on the Illinois Central Railroad, an extra north- 
bound freight train ran off the bridge over Gar Creek, where 
the rails had been removed for repairs, and six cars were badly 
wrecked. A flagman was out, but not far enough to stop the 
train. The road was blocked all day. 

On the morning of the 16th, in Trenton, N. J., on the New 
York Division of the Pennsylvania Railroad, a freight train 
ran into the head of a construction train, crushing the foot 
of a workman and breaking the front Pe of both engines. 

Oa the 16th, at the crossing in Clinton, Masa, a south- 
bound way freight on the Worcester & Nashua Railroad ran 
int» a local freight on the Boston, Clinton & Fitchburg, strik- 
ing about the middle of the train, throwing off the cars and 
breaking up one, while both engines went off. The signal had 
been set forthe Boston, Clinton & Fitchburg, but was changed 
while its train still blecked the crossing. 

On the afternoon of the 16th, near Albion, N. Y., on the 
Niagara Falls Division of the New York Central & Hudson 
River Railroad, six cara of coal were thrown from the track 
by the breaking of an axle, blocking the road three hours. 

On the night of the 16th, about two milcs east of Jersey 
Shore, Pa., on the Philadelphia & Erie Railroad, the tender 
and baggage car of an east-bound mail train were thrown from 
the track by the breaking of an axle uuder the tender. 

On the 17th, near Granite, Utah, on the Wabsatch & Jordan 
Valley Railroad, the engine of au up passenger trafo jumped 
the track, and made it necessary for the passengers to walk io 
their journey’s end. 

On the 17th, of a freight train on the Morris & Essex 
Division of the Delaware, Lackawanna & Western RKailruad 
broke loose on a down grade, and when the forward section 
stopped for it these wild cars ran into it with such violence as 
to wreck several cars and the depot platform at Montros», 

On the evening of the 17th, near Moore’s Grove, Lud., on the 
Cincinnati, Hamilton & Indianapo'is Railroad, a freight train 
ran off the track and b'ocked the road several hours. 

On the 11th, as a mail train op the Chicago, Burlington & 
Quincy Railroad was entering Keokuk, Iowa, one of the wheels 
of the locomotive truck broke into pieces. Thertrain was go- 
ing very slowly and was not ditched. 

On the nizht of the 18th, near Verona, N. Y., on the New 
York Central & Hudson River Railroad, an east-bound express 
train was thrown from the track by running over three ties 
which some one had placed across the track. The fireman was 
severely injured. There were nine full coaches in the train. 

On the 19th, the locomotive and baggage car of a passenger 
train on the South & North Alabama Railroad were thrown 
from the track at Helena, Ala., by a switch which had been ma- 
liciously misplaced. A reward of $250 was offered by the com- 
pany for the criminal. 

On the afternoon of the 19th, a coal train on the Delaware 
Division of the Erie Railway was thrown from the track, 
wrecking several cars and delaying trains some three hours. —~ 

Early in the morning on the 20th, at Stockholm, N. J, on 
the New Jersey Midland Railroad, the locomotive and two 
cars of a south-bound milk train fell through a bridge into the 
Pequannock River. The engineman, fireman and a brakeman 
went down and were hurt. The road was blocked twelve bours 
or more. The abutment of this bridgo had been under- 
mined by the stream swollen by a heavy rain. 

On the morniag of the 20th, a mile and a half west of Fort 
Spring, W. Va., on the Chesapeake & Ohio Railroad, an east- 
bound freight train ran into a land slide, by which the locomo- 
tive was somewhat damaged. 

On the afternoon of the 20th, a locomotive on the New York 
Division of the Pennsylvania Railroad was thrown from the 
track at the —— street crossing in Jersey City, delay- 
ing trains some two hours. 

On the night of the 20th, at Tivoli, N. Y.,on the New York 
Central & Hudson River Railroad, there was a butting collision 
between two trains on a bridge which was undergoing repairs 
80 that only one track could be used. th trains were moving 
very slowly, and little more ap than the breaking of the 
head-lights and some other parts of the engines was done. 

On the night of the 20th, near ag Pa., on the Oam- 
berland Valley Railroad, the locomotive, baggage car and one 
coach of an east-bound express train were thrown from the 
track by a misplaced switch. 





Railroad, there was @ collision between a west-bound iy a 
and an east-bound coal train, by which both en were 
wrecked, a number of coal cars piled up some damage 


Oa the night of the 20th, near Dempsey’s turn-out, N. J., on 
the Belvidere Delaware Railroad, the of a passen- 


re ve of a 
ger train was thrown from the track and into a calvert by a 
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misplaced switch, ruining the engine and badly breaking the 
baggage car. 

Oa the morning of the 2ist, near Chatham, N. J., on the 
Morris & Essex Division of tue Delaware, Lackawanna & West- 
ern Railroad, an east-bound passenger train ran over an ox, 
disabling the locomotive. : 

Ou the 2ist, a freight train was wrecked on the Philadelphia 
& Erie Rauroad west of Williamsport, Pa., and the rcad was 
blocked some hours. 

Oa the 2ist, at North McGregor, Iowa, there was a collision 
between two trains, by which a brakeman was injured. 

On the afternoon of the 2ist, near Vallejo, Cal., on the Cali- 
forvia Pacitic Railroad, a part of a coupling on a freight train 
broke Joose and feli under a car, which 1t threw from the track, 
along which it was dragged about a hundred yards, spilling 
its load of wheat, and tearing up the track badiy. 

Oa the morniog of the 22d, a few miles west of Chicago, at 
the junction of the new chicago cut-off with the Galena Di- 
vision of the Chicago & Northwestera Railway, asa freight 
train was backing down the cut-off across the Galena Division, 
a west-bonnd gravel train, moving about five miles an hour, 
struck it and mage six or eight cars loaded with grain, 
while the engine of the gravel train was thrown on its side 
across the track, pretty well broken up. A misplaced switch 
is reported to have been the cause. 

About noon of the 221, at Marysville, Cal., on the Oregon Di- 
vision of the Central Pacific Railroad, five cars which bad been 
detached from a freight train while in motion ran into a wagon 
whic was attempting tocross the track. The cars were thrown 
from tho track and wrecked. 

Oa the evening of the 221,on the New York Division of the 
Pennsyivauia Rauroad, several freight cars were thrown trom 
the track by a misplaced switch at the Market street depot in 
Newark, N. J. Trains were delayed some time. 

On the cvening of the 22d, at Castleton, Vt., on the Rut- 
land Branch of the Rensselaer & Saratoga Railroad, two care 
of a freight train ran oft the track and blocked the road about 
two hours. 

Oa the evening of the 22d, in the city of Indianapolis, as 
an [odianapolis & St. Louis passenger train was being taken 
to the Bee Line yards to be housed, it met a Bee Line express 
coming in with such force as to disable both engines and in- 
jure a mail agent. The Bee Line train was behind time, but 
not so much as had boen reported to the other train. 

Oa the evening of the 22d, between Somerset and Bowen- 
vilic, Mass., on the Old Cuiony Rauread, a passenger train 
ran upon a great stone which some one had rolled upon the 
track. It was discovered in time to so slack speed that only 
the ash-pan and some low parts of the engiue were broken. 

Ou the morniog of the 23d, a train on the Pennsylvania Rail- 
road rau over a horse at Greenwich Point, and 11 freight cars 
were thrown from the track. The engineman was killed and 
the fireman badly scalded. 

Ou the morning of the 23d, as a freight train on the Kansas 
City, St. Joseph & Council Biuffs Railroad was backing in order 
to reach a part of the train which had broken off a tew miles 
below Council Bluffs, Neb., the draw-bar of the car ahead fell 
upon the track and threw off the car, over which fourteen 
others were piled, killing a brakeman. 

Oo the morning of the 234, near South Chester, Conn., on 
the Counecticut Valley Railroad, a gravel train backed over a 
colt, by which several cars were thrown from the track, and 
one man was killed and another severely injured. 

On the morning of the 231, near Seago station, twelve miles 
south of Macon, Ga., on the Southwestern Railroad of Georgia, 
there was a coliision between a south-bound freight and a 
north-bound passenger train, by which the express messenger, 
mail agent aud one passenger were killed and two trainmen 
and one passenger ivjured.- The freight train should have been 
waiting for the passenger at the time, but the couductor trusted 
tu his eugimeman, aud the engineman * forgot.” 

On tue afteruoon of the 231, about four miles west of Belle- 
ville, Lii., ou the St. Louis & Cairo Sto:rt Line, twelve cars of a 
freigut train were turown from the track and two trainmen 
badiy hurt. 

O. the night of the 23d, near Vienna, Ind., on the Cincin- 
nati, Hamilton & ludianapulis Railroad, an extra freight train 
r.n paitiy off the track. 

Oa the 2trh, at Vailejo, Cal., on the California Pacific Rail- 
road, the engine of a nurth-bound train ran off the track, caus- 
lug sume delay. 

Early in the morning on the 25th, near Akron, O.,a freight 
tceiu broke in two on a duwa grade, and when the forward sec- 
tion was backed to meet the part broken off, the latter struck 
w.t, 81 h force as to br.ak up four loaded cars. The conductor 
aad a brakeman were somewhat injured. 

Ou tue 25:h, a mile north of Chester, Mass., on the Eastern 
Railroad, a broken tender-wheel threw three passenger cars 
trom the track, doing considerable damage to rolling stock. 

Uu tie 25th, at Mantua, Pa., ou the Pennsylvania Railroad, a 
train rau over acow, which threw one car from the track. 

Ou the aiternoon of the 25th, at Hyde Park, Mass., on the 
New York & New England Raiirvad, a train ran off the track at 
a turu-table, and was fast there for three hours. 

On the 27th, a west-bouad train on the Morris & Essex Divi- 
sion of the Delaware, Lackawanna & Western Railroad, was 
thrown from the track at the Henderson etreet crossing in 
Jersey City, blocking the road about an hour. 

At 5 v’ciuck in the morning on the 28th, a mile east of Eure- 
ki, Mo., on the Pacific Railroad of Missouri, six cars loaded 
with stock of au cast-Lound freight train were thrown from the 
track by a broken rail, aud forty or more cattle were killed. 
Tue road was Liocked seven hours. 

Ou the morning of the 23:h, near Scotland, Pa., on the Cam- 
berland Vaiiey’ Railroad, an excursion train with 650 passengers 
rau isto a platform car loaded with rails as the section men 
were tryibg torun it intoa siding, injuring two persons and 
disablirg tue locomctive. : 

Ou the morning of the 23th, near Troy, Ind., on the Indian- 
apolis, Bloomington & Western Railway, a west-bound train 
rau off the track, whica it blocked about six hours. 

Ou the 29.b, an east-bound freight train on the Memphis & 
Little Rock Railroad ran off a trestle between Edmondson’s and 
Madison, Aik., blocking the road half a day or more. 

Ou the 29.b, at Forest, Ohio, on the Cincinnati, Sandusky & 
Cleveland Katiroad, the locomotive of a freight train exploded, 
dangerously wounuing the engineman. 

On the 29:h,tat Rutland, Vt., on the Rutland Railroad, a mail 
train struck a rreight train which had been left on a siding too 
near the main track, damaging somewhat all the carsin the 
traio. 

On the afternoon of the 29th, an extra freight train loaded 
with oi! was approaching Rock Ran, N. Y., on the Erie Rail- 
way, just as a biast was discharged which threw several rocks 
upou the track. A flagman was sent out to warn the train, and 
he westructid the eugineman to ruu slowly, but not to stop, 
supposiug that the track would be cleared by the time the train 
reached the obstructions. ‘There was oue rock which could not 
be moved, however, and the train could not be stopped before 
this was struck with such force as to throw the locomotive from 
the track and wreck it badly, together with several cars. The 
oi] in the latter caught fire aud eleven were burned. The road 
was biccked about e:ght hours. 

About 5 »’eiock in the morning of the 30th, about three mi'es 
west o! Cedar Rapids, lowa, an east-bound express train having 
attached to its rear the company’s directors’ car, in which tue 
President, General Manager, Geueral Superiutendent, Chief 
Engineer, Superintendent of the Lowa Division and one of the 

directors of the Chieago & Northwestern Company, and the 
President of the Chicago, Iowa & Nebraska Railrvad (which 


forms a part of the Iowa Division of the Northwestern), broke 
down and came toahalt. The engineman sent back « iautern 
vv 8 gual a freight train which was about ten minutes behind, 
and proceeded to disconnect one side of the engine. The 
freight train was coming down a grade and could not be 
s:opped in time. It struck the passenger train with such force 
us to drive it ahead about 200 feet, wrecking its engine, teles- 
coping the first freight car on the tender, and wrecking other 
freight cars. Mr. John B. Watkins, Superintendent of the Di- 
vision, in attempting to escape from the front of the directors’ 
car, was caught between itand the Pullman car next ahead (the 
platiorms breaking to pieces) and nearly cut in two, dying be- 
iore he could be extricated. Mr. Albert Keep, the President, 
who was following Mr. Watkios, was thrown through the door 
of the Paliman car and considerably bruised. 

Early in the morning on the 30th, about three miles from 
Beloit, on the Madison Division of the Chicago & Northwestern 
Railway, three or four cars of a stock train were thrown from 
the track by a broken rail, and a brakeman and three men in 
charge of the stock were injured. 

On the morning of the 30th, a wood train on the Vermont 
Central Railroad ran into the head of a construction train 
which’ was unloading raila at West Hartford, Vt., throwing off 
several cars, damaging both engines, and slightly injuring the 
fireman of the iron train. . 

The shock of the collision started the iron train backwards 
down grade at considerable speed, all the train-men having 
jumped off; and after running a few miles it ran off the track 
where a defective rail had been taken up by the trackmen, and 
the train was badly wrecked. 

Early in the morning on the 31st, at Gasport, N. Y., on the 
New York Central & Hudson River Railroad, as a west-bound 
express train was entering a siding, the first rail turned, and 
the locomotive, baggage car and one coach went into the ditch, 
the engine falling on its side. The road was blocked about 
seven hours. 

Ono the 3ist, a pare train on the Montclair Railway ran 
over two cows and had the locomotive and tender thrown from 
the track. 

On the 3ist, near Glen Mills, Pa., on the West Chester & 
Philadelphia Railroad, an axle broke under the first coach of a 
passenger train of three cars, and the coach left the track and 
rolled down a bank twelve feet high, while the following car 
was thrown across the track and the smoking car behind it 
crushed into it. The road was blocked five or six hours. The 
train was moving very slowly, having just left the station. 

On the evening of the 3ist, as a train of flat cars on the 
Indiavapolis & Vincennes Railroad and a freight on the Van- 
dalia Line were running on parallel tracks close to each other 
in the city of Indianapolis, two cars of the first-named train 
jumped the track at a frog and ran across into the other train, 
wrecking several cars and blocking the tracks an hour. 

Early in the month, as a freight train on the Burlington & 
Southwestern Railroad was running over the Howe truss 
bridge over the Chariton River, six miles west of Moulton, Ia., 
a flat car jumped from the track and lodged in the bridge, 
tumbling three other flats and the caboose into the river and 
badly damaging the bridge. A man in the caboose was slightly 
injured. 

This is a total of 88 train accidents, which may be classified 
according to their nature or causes as follows : 

DERAILMENTS. 
cea eb panna ane «ccs mh shanhabeeSeehe cnatnees 18 
Catt]: on track ,........ 
Misplaced switch... 
Breaking of axle.. 
Broken rail... ..... 
Fallitg of draw bar. 
Rail removed tor repairs 
Ruils spread (maliciously) 
NOI 66 nnn 006eh0ebehncedss 50 seesconsivess 
BUriKiOg WAOA Ot CTOBSING. ....ccccccccscccces seocescsces 
EE INT BOM a oc ccgasvasnccsnesararéc 0 bscssace 
IRS cata s ccncqarabasertsetehdsebenseedcckbes 
eT Le err 
ORE OE SOT WIN, . ice ccecctsewbecedececss soccece 
Cars pushed too fast intosiding............-.ssee.ceeeeees 
CoLLisions. 
Is 5 cis ene Heats 5495canbed cibsaesorecace 19 
I ne cn wccicnwandieoiediennevntivdedns cee can 
Crossing Coltisians. .....ccccccccscceccescccccssccccee coco 3 
Unexplained 
Breaking of locomotive truck wheel ....................-.. 
Breaking of locomotive by malicious obstruction 
B-eaking of locomotive by land slide........... 
Bo:ler explosion. . 
Unknown........ 


Total.... 
Four of the rear and two of the butting collisions were 
caused by trains breaking in two, and in four cases the broken 
cars were moving toward the collision. Two claimed as rear 
collisions were encounters with cars left on sidings too near the 
main tracks, and the case of the car blown upon the main 
track may be added to these, as examples of the results of bad 
siding. Basides the four derailmonts, two collisions were 
caused by misplaced switches. Three accidents were the re- 
sult of malicious efforts. 

N.ne accidents may be traced to defects or failures of rolling 
stock, and eight to defects or failures of permanent. way. 
Doubtless most of the derailments were due to the latter also. 

These 88 accidents caused death to 11 and injury to 47 per- 
song. Nine accidents caused death or death and injury, nine- 
teen injury but not death, and the other sixty neither death 
nor injury. 

For the twelve moaths ending with October our record stands 
aa follows : 





















Month. Accidents. Killed. Injured. 
November. ++ +--103 37 114 
December 112 42 133 
January 178 40 199 
February 133 25 126 
NS nib canebedtinsaverstedages gepesesi 112 18 92 
BTA 2. cecccccccccccceccccccccecssstosce 101 23 83 
Mbanese secaednee e00sseboenes sosaene 79 10 113 
POND cocecccrcececeseccevesesccpncsoccses 12 104 
Seer er 18 &0 
MII 09.0 occ ccusinacncdes.6ens bsecdsabedes £0 63 155 
ROMNDOR. ccccvedsics scedecdscnostsse -106 29 15 
October... .ccccee eT eee 88 ll 47 

eT o ccocds eae 828 1,326 


Last year we reported for October 90 accidents, by which 29 
persons were killed and 102 injured. The report for the last 
mozth, it will be seen, gives fewer accidents and fewer killed 
than in any other month of the twelve except May, and much 
the fewest injured. 

The average number of accidents per day in each of the past 
ten months, according to our reports, has been as follows : 














CIES. dadecccccstsetie. és BTS EGON... istsasceces Coscceeese 3.00 
PODERERT. 6000002 ccccceceece 4.75 | July..... 2.90 
March..... 3.61] Auguet.. 4.84 
April.. . 3.37 | September. 3.53 

St sameanicness nos-o4 -» 2.55] October...... «ee 2.84 
The average for the ten months has been 3.67 accidents per 
day. 





We again call attention to the fact that our record takes ac. 
count only of accidents to trains, aud not all of injuries caused 
to persons run over on the road or injured in falling from 
trains, whether by their own or the railroad company’s negli- 
gence ; and also to the fact that the materials for this record 
consists chiefly in the reports published in newspapers pub- 
lished all over the country, which cover pretty well most of the 
serious accidents, but make no mention of the greater number 
of the slighter ones. 


@Qeneral QMailroad Wews. 


ELECTIONS AND APPOINTMENTS. 














—Mr. John Durham, a banker of Kavkakee, Ill., has been 
appointed provisional assignee of the Plymouth, Kankakee & 
Pacific Railway Company. 

—Mr. Albert Smith, of Springfield, Ill., has been appointed 
Land Commigsioner of the Greenville, Columbus & Birming- 
ham Railroad Company. 


—Mr. F. W. Bowen, late Superintendent of the Sacramento 
and Oregon divisions of the Central Pacific Railroad, bas been 
appointed General Superintendent of the Missouri, Kansas & 
Texas Railway, in place of W. R. Woodard, resigned. The ap- 
pointment will take effect December 1. 

—The first board of directors of the Delaware & Flemington 
(South Branch Extension) Railroad aes is as follows: 
Samuel O. Kessler, William V. Case, William Hoppock, Jr., 
Obadiah H. Spoull, Peter Best, Stockton, N. J.; Hiram Moore, 
Alexander Higgins, George H. Holcomb, Sand Brook, N. J.; 
David Van Fleet, John L. Jones, Flemington, N. J.; Isaac 8. 
Cramer, Sergeantsville, N. J.; William A. Bailey, William P. 
Corney, Philadelphia, Pa. 

—At the annual meeting of the Atlantic & St. Lawreuce Rail- 
road Vompany, in Portland, Me., November 5, the following 
directors were elected for the ensuing year: John B. Brown, 
Charles E. Barrett, Franklin H. Barrett, Francis K. Swan, 
Samuel E. Spring, Harrison J. Libby, Portland, Me.; Joseph 
Hickson, C. J. Brydges, Sir Alexarder T. Galt, Montreal, Can- 
ada. The road forms the Maine rection of the Grand Trunk, 
and is leased by that company. 

—At the annual meeting of the New Haven, Middletown & 
Willimantic Railroad Company in Middletown, Conn., Novem- 
ber 4, the following directors were elected: Julius Hotchkiss, 
Cc. C. Hubbard, Benjamin Douglas, Robert G. Pike, Middle- 
town, Conn. ; P. W. Turner, Turnerville, Conn. ; E. E. Ander- 
son, E. White, C. A. Buell, L. A. Mills, A. M. Colegrove, New 
York; John N. Camp, William R. Bunker, William T. Elmer. 
Messrs. Anderson, Buell, Mills, Colegrove, Camp, Bunker and 
Elmer are new directors, replacing N. B. Smith, H. Talmadge, 
E. B. Litchfield, John Perkins, E. 8. Mills (deceased), J. G. 
Schumaker and F. De Billier. 

—At the annual meeting of the West Philadelphia Passenger 
Railway Company in Philadelphia recently, the following di- 
rectors were elected : John 8. Morton, John F, Gross, Samuel 
Bangh, James G. Hardie, Benjamin Griffith, Wm. M. Wright, 
James Rhoads, Samuel W. Cattell, William J. Swain. Tho 
board elected the following officers: President, Johu S. Morton; 
Treasurer, Samuel P. Hubn ; Secretary, B. F. Stokes ; General 
Superintendent, M. English ; Assistant Superintendent, James 
T. Gorman. 

—Mr. J. A. Fillmore has been appointed Superintendent of 
the Sacramento and Oregon divisions of the Central Pacific 
Railroad, in place of F. W. Bowen, resigned. 


—Mr. George H. Smith, late Train Dispatcher on the North- 
ern Pacific at Brainerd, Minn., has been appointed Superintend- 
ent of the Lake Superior & Mississippi Railroad, in place of 
Mr. W. W. Hungerford, who has resigned. 

—The President of the United States has appointed Mr. Isaac 
Sturgeon, ot St. Louis, Commissioner to examine and report on 
the completed portion of the Texas & Pacific Railway. 


—Mr. A. Blaisdell, lately of the Northern Railroad of New 
Hampshire, has becéh appointed Master Bridge Builder of the 
Connecticut & Passumpsic Rivers Railroad, in place of Mr. 
Fletcher, resigned. 

—At the annual meeting of the People’s Railway Company in 
Pottsville, Pa., November 4, the following directors were elect- 
ed for the ensuing year: C. Baber, Wm. M. Randall, E. H. 
Faulkner, L. F. Whitney, Milton Boone. - 

—At the annual election of the American Society of Civil En- 
gineers, held in New York, November 5, the following officers 
were chosen : Julius W. Adams, of Brooklyn, N. Y., President ; 
W. Munor Roberts, ot New York, and Gen. Theodore G. Ellis, 
of Hartford, Conn., Vice-Presidents ; Gabriel Leverich, of New 
York, Secretary; James O. Morse, of New York, Treasurer ; 
Charles Macdonald, John Bogart, Francis Collingwood, of New 
York ; Prof. De Volson Wood, of Hoboken, and Octave Chanute, 
of New York, directors. Of these officers the railroad men are 
W. Milnor Roberts, Chief Engineer of the Northern Pacific, 
and Octave Chanute, Chief Engineer of the Erie. Mr. Horatio 
Allen, the retiring President, was re-elected by a unanimous 
vote, but declined to serve. 


—Of the four directors of the Great Western Railway of 
Canada, whose terms expired at the election, October 30, Mr. 
George Smitb, of London ; Mr. William Wier, of Glasgow, and 
Mr. Donald McInnes, of Hamilton, Ont., declined re-election ; 
the fourth, Hon. William Macmaster, of Toronto, was recom- 
mended by the board for re-election, together with Lient.-Col. 
Francis Douglas Gray, of Ludgrove, New Barnet, England ; 
Sir Keith Jackson, Bart., Kingston, Onat., and Thomas Bark- 
with, Esq., No. 15 Austin Friars, London. These gentlemen 
were elected. 


—Ata meeting of the directors of the Hannibal & St. Joseph 
Railroad Company in New York, November 11, Mr. A. W. Lamb, 
of Hannibal, Mo., was chosen President of the company in 

lace of E. 8S. Higgins, and John P. Acker was chosen Vice- 

resident, in place of B. F. Carver. Mr. Lamb has been As- 
sistant President, and has had immediate charge of the road 
for some time past. Mr. Acker was Assistant Treasurer. 


—Mr. Andrew 8. Bryant, of Springfield, Mass,, has been ap- 
—— Cashier of the Boston & Albany Railroad, in place of 

rastus Hayes, deceased. 

—Mr. W. H. King, General Ticket Agent of the Louisville & 
Nashville Railroad, having resigned, Mr. C. P. Atmore, hereto- 
fore General Passenger agent, will be hereafter General Pas- 
senger and Ticket Agent. 

—Mr. W. H. Hubbard has been chosen Treasurer of the 
Mobile & Montgomery Railroad Company. Mr. George C. Ball 
has been appointed Auditor and Ticket Agent, and Frank Jor- 
dan Assistant Auditor. 


—Mr. Henry Osborn has been appointed General Manager 
and Mr. John Stewart Superintendent of the New Brunswick & 
Canada Railway. Their offices are at St. Stephens, N. B. 

—The receivers of the Alabama & Chattanooga Railroad 
have made the ery Se | new appointments: R. C. McOalis, 
Jate Superintendent Southern Division, is now Chief Engineer 
and General Superintendent ; O.O. Whitney, late Superintend - 
ent Northern Division, is Assistant General Superintendent 
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A. W. Fulgham is appointed Superintendent of the Southern 
Division. 

—Mr. John H. Brown, formerly connected with the Cleve- 
land, Columbus, Cincinnati & Indianapolis road, has been 4 
pointed General Western Passenger Agent of the Chesapeake 
& Obio, with office at Louisville, Ky. 

—Mr. J. A. Hughston has been appeteted General Ticket 
Agent and Mr. 8S. Howell General Freight Agent of the Detroit, 
Kel River & Lilinois Railroad, in place of Mr. Frank Milligan, 
General Freight and Ticket Agent, who Las resigned. 

—Mr. M. E. Brown is now Acting Assistant Superintendent 
of the Rochester Division of the Erie Railway. 


—Mr. George L. Sands, heretofore Master of Trausportation 
has been appointed Superintendent of the Transcontinental 
Division of the Texas & Pacific Railway. Mr. Henry Deitz, 
who has been Locai Treasurer and Auditor of the division for 
the California & Texas Construction Company, has been ap- 
pointed to the same position for the railroad company. 

—At the annual meeting of the Credit Valley Railway Company 
in Toronto, Ont., October 23, the following directors were 
elected : G. Laidlaw, C. J. Campbell, Angus Morrison, R. W. 
Elliott, John Gordon, James L. Morrison, William Arthurs, 
Robert Hsy and John Macnab. 

—The officers of the Utah Northern Railroad Company are 
as follows: President, Juhn W. Young; Vice-President, Wil- 
liam B. Preston; Secretary and General Superintendent, 
Moses Thatcher ; General Freight and Ticket Agent, Charles 
Nibley. ‘The offices of the company are at Logan, Utah. 

—Mr. A. E. Tyler has been appointed General Ticket Agent 
of the Chicago & Paducah Railroad, with office at Streator, Ill. 
Mr. P. B. Shumway, heretofore General Freight and Ticket 
Agent, remains General Freight Agent. 


—Mr. M. W. Serat, recently chosen President of the New 
Jersey Southern Railroad Company, still retains the office of 
Supermtendent. Mr. R. L. Tandy has been chosen Treasurer, 
in place of C. J. Osborn. The office of General Freight and 
Passenger Agent has been abolished, and the duties of that 
position will be performed by J. W. Gore, General Agent. 

—Hon. J. B. Alley has been elected President of the New 
Orleans, M bile & Texas Railroad Company. 

—The board of directors of the consolidated Concord & 
Claremont Railroad Company is as follows: Onslow Stearns, 
Charles Minot, Charies P. Sanborn, Concord, N. H.; E. L. 
Goddard, D. W. Johnson, Claremont, N. H. ; Dexter Richards, 
Newport, N. H.; M. W. Tappan, Bradford, N. H. 








PERSONAL. 





—Mr. Lockwood has not yet accepted the position of Treas- 
urer of the Central Vermont Railroad Company. Mr. Wilbur, 
the late Treasurer, resigned because the company's charter re- 
quired the Treasurer to reside in Vermont. 


—Mr. 8. B. Crawford, for some time Master Mechanic on 
the Baltimore & Ohio Railroad in Wheeling, West Va., having 
been recently transferred to the Parkersburg shops, was pre- 
sented with a handsome gold watch and chain by the employees 
of the Wheeling shops. 

—Brigadier-General Richard Delafield, Brevet Major-General 
ot the United States Army, an officer of the Engineer Corps 
from his graduation at West Point in 1818 till his retirement in 
1866, for twelve years Superintendent of the United States Mili- 
tary Academy at West Point, and, before his retirement, Chief 
of Engineers, died at Washington November 5. 

—Ool. H. D. Cook, since last winter Chairman of the IIli- 
nois Board of Railroad and Warehouse Commissioners, died 
at his home in Normal, Ill., on the 9th inst. 








TRAFFIC AND EARNINGS. 





~The earnings and expenses of the Union Pacific Railroad 
for the month of September were as follows : 





1873. 1872. Increase. P. et. 
Earnings...... $1,068 936 66 $863,754 57 $205,182 09 2334 
Expenses...... 501.838 54 444,019 77 57,818 77 13 
Net earnings.. $567,093 12 $119,734 80 $147,363 32 353g 


For the nine months ending September 30 the earnings and 
expenses were : 


1873. 1872. Increase. P. ct. 
Earnings...... $7,366,024 61 $6,238,321 27 $1,127,703 34 183% 
Expenses....- 3,692,832 75 3,547,522 87 145,359 88 4% 





Net earnings. . $3,673,141 86 $2,690,798 40 $982,313 46 3616 

The expenses were 50} per cent. of earnings in 1873, and 563 
per cent. in 1872. The earnings were $7,138 per mile in 1873, 
and $6,045 per mile in 1872. 

—The earnings of the Denver & Rio Grande Railway (main 
line, 118 miles) tor the fourth week in October were ; passen- 
gers, $4,169.02; freizht, $5,366.61; mails, $127.60; express and 
miscellaneous, $136.80 ; total, $9,800.03 ; total,s1872, $10,506.05 ; 
decrease, $706.02, or 63 per cent. In 1873, $668.66 was for Gov- 
ernment business. 

—The earnings of the Central Pacific Railroad for the month 
of October were: 1873, $1,423,875; 1872, $1,285,567; 1871, 
$981,005; increase, 1873 over 1872, $138,308, or 103 per cent.; 
increase, 1873 over 1871, $442,870, or 45} per cent. For the ten 
months ending October 31 the earnings were: 1873, $11,606,- 
804; 1872, $10,593,011; 1871, $7,897,480; increase, 1873 over 
1872, $1,013,793, or 99-16 per cent.; increase, 1873 over 1871, 
$3,709 324, or 47 per cent. 

—The earnings of the Baltimore & Ohio Railroad and branch- 
es, inclnding the Ohio divisions, for the year ending September 
30 were: 1873, $15,644.508 83; 1872, $13,626,677.31; increase, 
$2,017,831.52, or 14 13-16 per sent. The gross earnings for 
1873 were at the rate of $17,061 per mile, against $15,609 in 
1872. 

—The earnings of the St. Louis & Southeastern Railway for 
the month of October were: 1873, St. Louis Division, $76,- 
466.09 ; Nashville Division, $46,101.70 ; total. $122,567.79 ; 1872, 
total, $114,433.35; increase, $8,134.44, or 74 per cent. 

—The earnings and expenses of the Boston & Albany Railroad 
for the year ending September 30, 1873, as compared with the 
previous year, were as follows : 

















1873. 1872. Increase. Decrease. y.¢. 
Passengers. .$3,011,612 26 $2.880,883 85 $130,728 41 ........... 4% 
Freight...... 6,221,183 26 5,846,768 11 374,41515 ...... ococe. GER 
Mails & other 
sources.... 565,237 00 531,94685  33,29015 .......... - 6% 
Total earn’s.$9 798,032 52 $9,259 598 81 $538,433 71 .........46 Sit 
Expenees.... 7,561,15963 6,896,98112 664,17551 ........... 956 
Net earnings.$2,236 872 89 $2,362,61469 .......... $125,741 £0 5% 
Dividends & 
Interest... 2222,381867  2,119,62396 .......0.. scccccce pe, eee 
Surplus..... $14,554.23 $242,990 73 ..........  coccceccoes 


The expenses were 77 3-16 per cent. of earnings in 1873 snd 
75$ in 1872. The gross earuiugs were $36,560 per mile in 1873 
and $34,551 in 1872. 


—The earnings and expenses of the Pennsylvania Railroa 


and branches for the six months ending October 31, 1873, were: 





ar peghesbedie sooner ‘eeazoned $13,202,701 8: 
Expenses (6134 per Cent.)........2..00.006 gonescepncoesce 8,071,393 60 
DR II ono g0cccncnece bese ©0605 65006-00890 $5, 131,308.22 
Interest on bonds and Btocks...............cseeeceeseee 918,294.72 
Wedat Pee ssa okies che hsb c00deesc cscs odes -eense $6,049,603.U0 


-—The earnings and expensos of the New Jersey lines, leased 
by the Pennsylvania Railroad Company, for the six months 
ending October 31, 1873, were : 











NN, oo cnncdasin sveseesostoncanapns 66006 sAbiobenten $5,625,267 77 
Expenses (70;} per Cemt.)...... s...2-eeee eedeseees oe eee 3,940,986.76 
DORIA, cig conc caprepenenronsbanpensesace 460 -$1,684,231.01 
Rents, dividends and interest ...........-22+-ceeeeeeeeee 7,632.28 
DON 00h POUR as os. ccecccccscostsces bccces -$1,760.913. 9 
Rental of New Jersey limes ............26 ccsesesccsceee 1,820, 249.28 
oe OTR T REO Le SINE Pere ae OTR $59,335.99 


—The following companies have thus far reported earnings 
for October : 


1873, 1872, Inc Dec. P.C. 
Atlantic & Great Western, $469,251 $547 9:8 «eee $78,677 11% 
Bur.,Cedar Kapids& Miun. 139,998 (269% $13,030 .... 10% 
Central Pacitic.............1,423,875 1,285,567 148,308 «. 10% 
Chicago & Northwestern..1,451.827 1,433,943 17,879 oo 1% 
Chic., Dan. & Vincennes... 79,093 5t,169 22,929 -- 4% 
DD scheasncctoiibectaries’l 832,421 1817359 65.032 .... 35 
lilinois Central............ 763,673 831.692 «eee 118,019 133g 
Ind., Bieom. & Western... 152,632 137 332 5,300 «es 1138 
Milwaukee & St. Paul..... 1,012,704 = 950,945 ~—- 61, .59 --- 636 

tL.,a.&T. H.,maia line 112,378 151.973 eeee 89,595 26 

St.L., A.& T. H., braucnes _55,45u 58 66: eee §6=—c 215 5%H 
8t.L., Kan. City & Nortn’n 274,567 296,502 eee. 91,955 73g 
St. Louis & Suutheastern.. 122,568 114.434 8,13 Pee 
Toledo, Peoria & Warsaw.. 132,593 115,140 onc” Ee Sn 


—The earnings of the Panama Railroad for the seven months 
ending August 1 were: 





1873. 1872. Increase. P.c. 
Receipts of road......... $1,034,800 05 $990,675 19 $44,124 86 436 
Interest, rents, etc......- 106,408 62 41,430 14 64.978 48... 
Total receipts............ $1,141,208 67 $1,032,105 43 $'09,103 34 105g 
Disbursements........... 656,277 15 594.914 39 61,362 76 1044 


Net earpings.....-. $481,931 52 $437,190 94 $47,740 58 10% 

The {disbursements include the proportion of interest on 
bonds and subsidy to the United States of Columbia for seven 
— The earnings were $22,017 per mile in 1873 and $21,078 
in 1872. 

For the three months ending September 30 the earnings 
were: 1873, $406,355 ; 1872, $405,157; increase, $1,198, or Uj 
per cent. 

—The shipments of through freight eastward over the Cen- 
tral Pacific Railroad for the nine months ending October 31 
were 26,619 tons, or 2,662 car loada, an increase of 1,641 tons, 
or 6 9-16 per cent. over the same period in 1872. The principal 
items were: wool, 11,575 tons; tea, 1,913 tons; fish, 1,674 
tons; coffee, 1,470 tons; wine, 1,446 tons. There was a de- 
crease of 104 per cent. in the shipments of tea and an increase 
of 68} per cent. in wool. 

—The bituminous coal tonnage of the lines given was as follows 
for the ten months ending November 1: Huntington & Broad 
Top, 1873, 396,522 tons; 1872, 257,517 tons; increase, 139,035 
tons, or 54 per cent. Oleartield coal over Tyrone Division, 
Pennsylvania Railroad, 1873, 510,246 tons; 1872, 493,821 tons ; 
increase, 11,425 tons, or 2} per cent. 

—The shipments of Cumberland coal by the different lines 
were as followsfor the ten months ending November 1, 1873: 
Baltimore & Ohio Rauroad, 1,420,823 tons ; Chesapeake & Ohio 
Canal, 689,936 tons ; Bedtord Division, Pennsyivania Raiiroad, 
89,233 tons; total, 2,199,992 tons. 

—During the month of October the Atlantic & Pacific and 
Missouri Pacific roads delivered at St. Louis and Carondelet, 
5,100 tons of iron ore, 840 tons of pig iron, 630 tons of zinc ore 
and 669 tons of lead. 

—The earnings of the Columbus, Chicago & Indiana Central 
Railway for the month of a were : passengers, $92,043.38 ; 
— $294,400.76 ; miscellaneous, $13,759.85; total, $400,- 


—The earnings and expenses of the Connecticut River Rail- 
road for the year ending September 30, 1873, were as follows : 














1873. 1872. Increase. Decrease. P. c 
Passengers...... $348,738 12 $323,247 06 $25,491 06 .......... % 
Freight.......... 365,963 40 375,535 08 ......... 572 59 236 
Mails, express, 
rents, etc...... 36,602 13 34,585 33 2,016 80 .......... 6 
Total earnings. .$751,393 74 $733,368 49 $17,935 27 ... ...... 245 
Operating exp’s. £27,320 50 517,836 95 SO  aeaneerr 1% 
Net earnings. ...$223,983 24 $215,481 52 $8,501 72 .......... 4 
Dividends (18 p. 
c.) & interest.. 214,558 96 197,598 G2 ..........  reccec cee aie 
Surplus....... RE Re ID Nabind casnse! Kccensnecd jue 
Of the surplus $8,000 is added to the sinking fund. The ex- 


penses were 703 - cent. of the earnings in 1873 and 70§ per 
cent. in 1872. The gross earnings were $13,416 per mile in 
1873 and $13,096 in 1872. 


—The anthracite coal tonnage of the different lines given for 
the ten months ending November 1 was as follows: Philadel- 
phia & Reading, 1873, 5,937,301 tons ; 1872, 5,644,895 tons; in- 
crease, 292,406 tons, or 5 3-16 per cent. Schuylkill Canal, 1873, 
662,946 tons ; 1872, 754,126 tons ; decrease, 91,180 tons, or 12} 

er cent. Lehigh V ley Railroad (eleven months), 1873, 3,852,- 

5 tons ; 1872, 3,578,378 tons ; increase, 274,487 tone, or 7} per 
cent. Lehigh & Susqueharna Division, Central Railroad of 
New Jersey, 1873, 1,778,721 tons ; 1872, 1,480,938 tons ; 1ncrease, 
297,783 tons, or 20} J a cent, Lehigh Canal, 1873, 656,214 tons ; 
1872, 703,577 tons ; decrease, 47,363 tons, or 63 per ceut. North- 
ern Central, Shamokin Division, 1873, 554,587 tons; 1872, 482,- 
403 tons ; increase, 72,184 tons, or 15 per cent. Delaware & 
Hudson Canal, 1873, 2,447,653 tons; 1872, 2,516,160 tons ; de- 
crease, 68,507 tons, or 2? per cent. Pennsylvania Coal Com- 
pany over Erie Railway, 1873, 1,056,928 tons ; 1872, 1,021,666 
tons; increase, 35,262 tons, or 34 percent. Delaware, Lacka- 
wanna & Western Railroad, 1873, southward, 1,815,306 tons, 
northward, 812,870 tons, total, 2,628,176 tons ; 1872, southward, 
1,769,985 tons, northward, 677,313 tons, total, 2,447,298 tons ; 
total increase, 180,878 tons, or 7} per cent. 

—The earnings of the East Tennessee, Virginia & Georgia 
Railroad for the month of September were: 1873, $115,695; 
1872, $137,434; decrease, $21,739, or 15) per cent. For the 
month of October the earnings were: 1873, $101,588; 1872, 
$146,606 ; decrease, $45,018, or 30} per cent. 








CHICAGO RAILROAD NEWS. 
Chicago, Burlington & Quincy. 


The directors are on a trip of observation over the road and 
its branches, and will spend several days in the work. 


Suits for Extortion. 
The Illinois Railroad Commissioners have instituted suits 











against the Illinois Central and the Toledo, Wabash & Western 


railroad companies under the State railroad law; and it is re- 
ported that euit will be commenced agamiet the Chicago & Al- 
ton road for violation of the same law, c ing the compavy 
with discriminations at certain towns below Springfield, against 
St. Louis and in favor of Chicago. 

Illinois Oentral. 


The following report of receipts in October, 1873, has been 
made by the company : 


Land Department. 





Acres construction Jand sold.................. 2,134.28 for $16,738 41 
Acres interest fund lands soid 4". for 600 10 
Acres free lands sold.............:s000.00 esses %7.440 for 2.684 80 





Total sales during the month of October, 1873, 2,348.68 for $2',0 3 21 

















To which add town lot sales............--..+. for 210 0 

Oe eT eee 2,248 68 for $2) 233 21 
Cash collected in October, 1878 ..............+ $10,921 04 

Estimated Earnings—Trafic Department. 
Tn In 
Tilinois. Towa. Total. 

{ 07 Miles. | 402 Miles, (1,109 Miles, 
Rta .9- basbuddoedenacse $372,842.01) $121 341.0 $494,18310 
PASBEDZCTB.......... ccc eee sees 130,89. 3 446411), 155.45) 40 
base dbbtdnsonesesceeds odes 6 375 & 3,059.24 9,454 24 
Other sources. ...........00.00. 82 125.1% 2.480 76 81,6.5.56 
Total, October, 1873..........- $92.151.3 | g171.522.10 §7#9,673 40 
Total actual earnings, Uct., °72 (84,370 7 197,321.72, 88169244 
PURDON. c00csncccsccrceavccses | $92,219.4 — $118,019.04 








This is a decrease of 134 per cent. in the Illinois earnings, of 
13 per cent. in the Iowa earnings, and of 13} per cent. in tle 
total earnings. 

This company is making arrangements to perfect through 
connections with the Mississippi Ceutral at Cairo. The trans- 
fer boat is now at Cairo. and the Mississippi Central Company. 
will have its track completed to a point opposite Cairo within 
about ten days. Somewhere about the first of December the 
through cars will probably be put on from Chicago to New 
Orleans. It is not believed that the transfer boat will be in- 
terrupted at all in winter by ice, since its route will be across 
the Ohio ip above where its waters mingle with the Missis- 
sippi, and the ice is always thinner in the former than in the 
latter river at Cairo. The union of the two roads and the estab- 
lishment of through freight and senger business between 
Chicago and the most important city of the South is an event 
ee importance to the business interests of 

icago. 


Chicago & Northwestern. 

The company begins this week to remove the workmen from 
the Kinzie street shops, within the city, to the new shops, 
some of which are nearly completed, west of Central Park. 
The machine, blacksmith and boiler shops and the engine 
house are now completed, and are receiving their machinery. 
The company expects to employ about 800 men this winter ; 
and next summer, when the shops shail be completed, employ- 
ment will be given to something like two thousand workmen. 
Joliet Iron & Steel Works. 

While the North Chicago Rolling Mills in this city have sus- 
— the manufacture of iron rails, and the Union Roiling 

ills will do so within a few days, the Joliet Iron & Steel Com- 
ne Aa not yet come to any such determination, and may not 
at all. The company employs a fall force of men, and runs 


da 
and night as usual. It bas good contracts for work that will 
keep the works busy until Christmas. 


OLD AND NEW ROADS. 











Pennsylvania. 

The Philadelphia Ledger, of November 8, says of the Penn- 
sylvania Railroad Company : 

‘*A meeting of the directors of the Pennsylvania Railroad 
Company was held yesterday, the main purpose of which was 
to consider the feasibility of a semi-annual dividend. To this 
end the Finauce Committee of the board submitted a report 
giving the receipts and expenses of the company for the six 
montns ending October 31. From the statem -ut of the Comp- 
iroller it appears that the gross earnings of the Pennsylvania 
Railroad and branches (estimating the munth of October) were 
$13,202,701.82 ; expenses for the same period, $8,071,393.60 ; 
leaving net earnings of $5,131,308 22. To which must be added 
balance of income from interest on sundry bonds and stocks 
of other companies, after payment of interest on the floating 
debt of the company, $918,294.78. Total profits, $6,049,603. 1t 
also appears from the statement of the Comptroller that the 
gross earnings of the United Railroads and Canal of New 
Jersey for the time were $5,625,267.77; expenses for sume 
period, $3,940,986.76, leaving net earniugs of $1,684,281.01. L'o 
this is to be added rents, interest and dividends received by 
the Treasurer from property of Uaited Railroad & Cana! Com- 
pany, $76,632.28, giving a tutal of $1,760,013.39. The amvuut 

aid ax interest and dividend under the lease of the United 

ailroads and Canal is $1,820,249.28, leaving a deficit in operat- 
ing the United Railroads aud Oanal for six months of $59,- 
835.89. ‘These tigures leave net profits of Pennsylvania Rail- 
rvad and United New Jersey Railroads and Canal, $5,990,267.11. 
The Treasurer’s statement shows that the amount required to 
ay the interest on the mortgage bonds of this ome is 

80,511.70; premium on gold to pay interest on bonds, $71,- 

092.75 ; State taxes on coupons and capital stock, $215,751.18 ; 


-semi-annual amount due on purchase of State works, $230,000 ; 


rent of Harrisourg & Lancaster Railroad, $65,123.29 ; interest 
on bonds and mortgages on real estate, $23,351.75; dividend 
of 5 per cent. on capital stock of the Pennsylvania 
Railroad Company, $3,363,419.37, making a total of 
$4,819,250.04, and leaving a balance to credit of income 
account, atter payment of a November dividend of five per cent., 
of $1,141,017.07, wnich is over 12} per cent. upon the whole 
capitalof the company. Notwithstanding this flattering state- 
ment of net earniugs, the company is compelled, in conse- 
quence of the prevailing financial pa during the past fifty 
days, to recommend the payment of the dividend in scrip, the 
money out of which it was proposed:to pay it having ali been 
absor in meeting payments for lateral omg for additional 
rolling stock, stations and warehouses, third track, sidings, etc., 
necessary to meet the increased business, which, during the 
past two years, has been augmented over 40 per cent. The 
capacity of the main line had reached its maximum without 
such improvements, which, when fully completed, will meet, it 
is believed, the demands of the increased traffic for several 
years tocome. On this exhibit of the fiaanciai situation of the 
company the Finance Committee recommend to the board to 
declare a semi-annual dividend of 5 per cent. out of the net 
earnings, clear of State tax, payable to the stockholders on 
and after the 6th of December, 1873, in scrip of the company, 
which shall be payable on the 6th day of March, 1875 (tifteen 
months), or sooner, at the option of the company, and 
bearing interest at the rate of 6 per cent. per an- 


num. In this connection the Treasurer of the com- 
pan was directed to receive up to the first day of May. 
874, at par, the sorfp issued by company for the dividend 
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declared in psyment of installments duo and to become due 
this company oi uupaid capital stock. 

* After the disposal of tue question of dividend, the Board 
took up for consideration Col. T. A. S:ott’s letter relative to 
his resignation of the office of First Vice-President of the com- 
pany, and disposed of the sama by requesting President Thom- 
son to notify Mr. Scott that the Board do not deem it necessary 
or desirable that hoe should resign his position as Vice-Presi- 
dent of the company. It is thus seen that Colonel Scott is to 
remain as First Vice-President of the company, and that a5 
per cent. dividend in scrip isto be paid. This scrip, at 6 per 
cent., is to be payable at the option of the company at any 
time before the expiration of fifteen months—March 6, 1875— 
but is absolutely payable atthat time. This scrip will no doubt 
come at o1ce on the market as soon as issued, and will prob- 
ably sell at about 90 per cent. This, for a scrip loan so svon 
redeemable, is a good investment, as it will pay the purchaser, 
at the price na.red, 16 percent. per annum—10 per cent. on the 
face of the scrip and 6 per ceut. interest. The receipt of the 
scrip at par 1u payment of installments on the capital is a 
jadicions provision, and will probably insure the prompt pay- 
ment of most, if not all, of the outstanding installments, some 
$1 300,000.” 

Some of this new scrip has already been sold in the Philadel- 
phia Stock Exchange at 90. 

A correspuudent of the Baltimore Sun says: ‘* The survey of 
the connecting link or cut-off between Whitehall, on the North- 
ern Ceutral Katiway gud Pennington on the Penusylvania Rail- 
road was completed last week, and Colonel Hutchinson, Cliof 
Engineer, with bis aids, returned to Port Deposit, M1., to 
make caiculations, maps and profiles. This line as now sur- 
veyed, intersects the Peansylvania Ratroad at Penvington, 
Pa., and runs through Chester Country to Qaarryvitle, Lancas- 
ter County; thence through a rich portion of Southern Lancas- 
ter, to the head waters of Fishing Creek; thence along 
the beautifal scenery of its banks, and keeping high above the 
stream, cutting off the sharp curves, a guod line is obtamed 
(grade not exceeding fifty feet to the mule) to where it connects 
with the Columbia & Port Deposit Railroad, by a short branch, 
and ruuning north above the Columbia & Port Dsposit Rail- 
road, and along the east bank of the Susquehauna River to 
Puyte’s Eddy, crosses the river ou a chain of islands, where 
but few piers would be required to build a bridge ; then run- 
ning along Muddy Creek, Castlefiun, and the high grounds of 
York Couuty are reached, with a muderate grade not exceeding 
forty feet to the mile.” 

This proposed cut-off appears to be not far from 40 miles 
long, and it would mike the distance from Philadelphia to Bal- 
timore by the Penusyivania and No:thern Central 114 miles, 16 
miles more than by the Puiladelphia, Wilmington & Baltimore. 

4fhe new Williamsburg Branch 1s 13 miles long, and extends 
from the Holiidaysburg Branch at Wilhamsburg Junction, ove 
mile east of Hoilidaysburg, eastward to Williamsburg. The 
stations on the new branch, with the distances from the Junc- 
tion, are: Frankstown, 2 miles; Lamer’s, 7; Springfield Junc- 
tion, 10; Frauktin Forge, 11; Williamsburg, 13. 

Mississippi Valley & Westera. 

Track aying is now progressing at three points on the ex- 
tensivn of this road southward towards St. Louis. Some 20 car 
loads of irou daily are now arriving at Quincy, Ill., for the use 
of the road. 

A party of Eaglish capitalists have lately been over this road 
and the Quiucy, Missouri & Pacitic, on an ispecting trip. 


International & Great Northern. 

Toe grading on the extension southwest from the Brazos 
River is nearly finished to Rockdale, 25 miles from the river 
and 30 miles trom Hearne, Tex. Tue temporary bridge over 
the Brazos 1s completed, and tracklaying 18 being p ished for- 
ward rapidly. Rockdale is about 50 mules northeast of Austin. 


South Mountain & Boston. 


Tne work of grading is progressing steadily between Still- 
water, N. J., ant Walnut Valley. 


Alexandria & Bloomfield. 

The Supreme Court of Missouri has rendered a decision con- 
firming that of the Circuit Court in the case of the boads is- 
sued by Clark County, Mo., to the Alexandria & Bloomfield 
Railroad Compapvy. The bunds are decided to. be valid, and 
the county must pay the interest. The amount of the bonds 
is $200,000. 


Montpelier & Wells River. 


The track is now all laid on this road and a construction 
traiu has passed over the whole length of the line. The work 
of ballasting and finishing up the track is progressing steadily 
and itis expected that trains will be put on by the end of No- 
vember. , 


Somerset. 

This company, whose road is completed from West Water- 
vilie, Me, nortuward to Norridgewock, 17 miles, and whose 
charter authorizes it to build to Bingham, 25 miles further, 
gives notice that it will apply to the Maine Legislature for an 
amendment to its charter allowing it to extend the road north- 
ward to the Canada line, there to conuect with the Levis & 
Kennebee road, now under construction. This oxtension 
wouid make the road about 110 miles long. 


Missouri, Kansas & Texas. 

The trouble in the shops at Sedalia, Mo., has been settled, 
and nearly all the men have gone to work again. No inconve- 
nience was caused by the stoppage of work. 


Grand Rapids, Newaygo & Lake Shore. 

This road is shortly, it is said, to be extended from the pres- 
ent terminus at Newaygo, Mich., north by west to Alleytown, 
on the Big Rapids Branch of the Chicago & Michigan Lake 
Shore road. 


Milwaukee & Northern. 

It is reported that negotiations are going on for the lease of 
this road to the Wisconsia Central Company. The road ex- 
tends from Muwaukee northward to Green Bay, with a branch 
from Hilbert to Menasha, the sontheastern terminus of the 
Wisconsin Central. It would give the latter company a pretty 
direct outlet to Milwaukee, more direct than the Milwaukee, 
Lake Shore & Western line, which the Wisconsin Central at one 
time had agreed to lease. 


Brunswick & Chillicothe. 


A new company by this name has been organized to take 
the place of the old Chillicothe & Bruaswick Company, whose 
road was recently sold under foreclosure. The capital stock 
of the new company is $800,000. The road extends from 
Brunswick, Mo., on tbe St. Louis, Kansas City & Northern, 
northwest 38 miles to Chiliicothe. It is operated by the St. 
Louis, Kansas City & Northern Company as part of its Omaha 
Branch. 


Pacific, of Missouri. 

The suit of Jefferson City, Mo., against this company has 
been compromised. The city releases the company from taxa- 
tion, on condition that the company reoccupy its round-house 
and machine-shop property which was vacated last winter and 
the work removed to Sedalia. 

Meetings. 


The annual meeting of the Old Colony Railroad Gonseng will 
be held in Boston, November 25. In addition to usual 





upon to decide upon the questions of purchasing the Middie- 
borengh & Taunton and Fall River, Warren & Providence 
roads. 


Hannibal & 8t. Joseph. 


The statement is again made that this company has leased 
the St. Joseph & Denver City road on favorable terms. The 
latter road is nowor soon wil! be in process of foreclosure, and 
it appears hardly probable that any lease has been completed, 
although negotiations to that end may be going on. 


Pioche & Bullionville. 


This road, in Southeastern Nevada, is being improved and 
put in good coudition. Several side-tracks are being coustruct- 
ed, to reach some mulls and mines at short distances trom the 
road. It is of narrow gauge aad is used mainly to transport 
ores from the mines in that district to the mills. 


New York & Oswego Midland. 

Mr. A. 8. Hewitt, Ruceiver of this road, stated recently to a 
reporter of the New York 7iibune that when he took possession 
ot the road the wages of the employees had been uopaid for 
four months, and there was due them $459,000. Tae expendi- 
tures exceeded the receipts by $3,000 a day, and there were no 
supplies on hand, not even a tou of cual. As Receiver he had 
succeeded in reducing expenses in every direction, and in Octo- 
ber they did not exceed the receipts by more than $1,000 per day. 
Iu the present mouth he has reason to believe that the expenses 
will not exceed the receipts at ail, and that the men will be 
paid in full their current wages. Mr. Hewitt says : 

*The operation 1s asurgical one, but L thiuk the patient will 
live uuless the uaofavorable times interfere too seriously with 
the legitimate business of the road. Generally speaking, [ 
think the road ought not to have been built; but being built, 
it will be of benefit to the regions through which it passes, and 
with time for development and expenditure of capital, can be 
made to pay interest on a moderate cost.” 

He estimates that the road has cost iu cash about $25,000,000. 

Mr. Hewitt also stated that the Montelair rual tas cosc over 
$150,000 per mile, and that it has been recklessly and improvi- 
deutly managed. 


East Tennessee, Virginia & Georgia. 

The strike of the machinists aud enginemen employed on 
this road coutinued up to November 10, the company refusing 
to recede from its position and the meu also refusing to accept 
the reduction of pay, thouga they were willing to work short 
time with corresponding pay. No trains but the mati trains 
were rua during the strike, and the movement of freight was 
altogether stopped. 

Knoxville dispatches of November 10 state that the strike 
was then over, an agreement having been arrived at through 
the mediation of a commiitee of Kuoxville merchants. The 
particulars of the agreement are not stated. Mr. Charles Wil- 
son, Grand Chiet Eugineer of the Brotherhood of L comotive 
Engineers, states that the strike of the eugineers was entirely 
ope the sanction of the Brotherhood, and contrary to 1ts 
aws. 


Oairo & St. Louis. 


A strong effort 18 being made to induce the foreign holders 
of the first-mortgage bonds to take the new issue of second- 
mortgage bonds in order to furnish means to complete the 
road. ‘These second-mortgage bonds amvaut to $856,000, and 
are the same in am punt as the cuunty bonds which have been 
voted to the road, but not yet issued. Part of these county 
bonds are ia litigation, the rest will be issued when the rvad 18 
finished. ‘Toey will all, when issued, be heid in trust as secu- 
rity for the second-mortgage bonds. 

The grading is now all completed, except a few miles in 
Union County. The ties are all purchased and all the iron 
except about 1,600 tons. Tie road is in operation from East 
St. Louis to Murphysboro, 91 miles. 

The statement of the coutractors, Messrs. Payson & Canda, 
shows that the cost of the road and equipment up to August 1 
was $2,367,538. In addition, the company had paid for addi- 
tional equipment $56,000 and for interest $183,419. 


Panama, 


This company has published a statement, showing an in- 
crease of 4} per ceut. in the earnings of the road and 10§ per 
cent, in the total receipts for the first seven months of the cur- 
rent year. The assets of the company at the present time 
consist of «ash in bank, $1,885.82; in hands of company’s 
bankers in Loudon, $52,946 9; loaus on catl and investments, 
$690,616.26 ; total, $755,448.98. This does not include a bal- 
ance of $48,500 due on a cail loan now in suit. The assets of 
the sinking iund, countivg investments at cost, amount to 
$500,719.31, or at present market value, $584 792.96. The out- 
standing bonds of the company (sterling bonds) amount to 
£617,150 ($2,993,177.50). 

lt is reported that a movementison ‘oot to secure the re- 
tirementof Mr. A. B. Stockwell from the presidency of the 
company and to transfer the London fiscal agency of the com- 
pany fromthe London branch of the Howe Sewing-Machine 
Company to Messrs. Brown, Shipley & Co., the representatives 
of Brown Brothera & Co. in that city, who were the bankers 
prior to the installation of the Stockwell administration. 


Ottawa, Oswego & Fox River Valley. 

The Supreme Court of Lilinois, in the case of a suit brought 
to enjoin the town of Ottawa from collecting a tax to pay the 
interest on $150,000 of bonds subscribed by this town in aid of 
this road, has decided that these bonds are absolutely void by 
reason of the invalidity ot the law under which they were is- 
sued. This law was not that of 1869, under which so many 
bonds were issued, but one approved February 18, 1857. This 
law, it was decided, was passed by the House, read twice in 
the Senate, referred to a Committee, and then reported back 
to the House as being passed, while there is no record that it 
ever came toa third reading and final passage in the Senate. 
In reality, therefore, the bill never became a law, and the 
bonds never had any basis in law. 

The following are the bonds issued to this road by various 
municipalities on its line, but wa are not sure that they were 
all issued under this law—or supposed law : 

Kane County— 


ED NN no ntwss ca wbaienckeabes thalteesus $60,000 
EE Fe ae Ee 45.000 
EN on 5 cibd0thdasbhe cece dsusanwaeuhvetabaevee 14 00) 
ee a ee ee eee 22,00) 
GIN RIINIIIN, Ons cccnccvicess secousttsenuadivceec 50,000 
La Salle Counts — 
ND, cava nesc bien eile CUssOdGhhRSS neNesN Es 95 .e. 13,000 
oo wicials ciniu ns bacv Veena a sk tiiem aie 12,000 
eo a a aks eee heehee DRG 20 000 
TP Gr SIE COTO. oon ccc cncasscr c6scne éucoabs 30,000 
EE PIL, c's Sock owes tuansccesceesene have” eect 150,000 
Marsha!l County— 
OE OWRD sisi 008 Ho ssn ee peditetacardeveiecass 40,000 
Ws desis nan tease reiwey saeaetaneadninenaes . sees $456,000 


Some of these have already been paid. The road was com- 
pleted to the Chicago, Burlington & Quincy, which now works 
as its “‘ Fox River Branch,” and the bonds are held entirely, 
probably, by third parties, who will not be protected if it can 
be maintained that the bonds were void necessarily. The case 
will be tsken to the United States Sapreme Court, it is said. 


Harlem Extension. 


A telegram from Ratland, Vt., dated November 11, says : 
“The Central Vermont jRailroad Company have ‘leased the 





election and routine business, the stockholders wi!l be calle | Harlem Extension R 
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ailroad, the lease being fully executed yas- 
terday, Wheu furmal possession was taken of tbe road. Lhe 
lease is to take effect from Nov. 1. This gives one manage- 
meut to an unbrukeu line trom Canada via St. Albans, Burliug- 
tun, Ratland, aud Benuington to Cnatham, N. Y., where 
connection wil be made with the Harlem  rvad, 
until the New York, Boston & Montreal line is com- 
pleved. Express trainsare to be put on atonce., The dispute 
between the Harlem Extension Company and the D.laware & 
Hudson Compauy io regard tothe passage of trams of the 
latter compauy over the territory of the former is as far from a 
settlement as ever. No one here seems to know when it will 
end. The Central Vermont Company. by their action to-day, 
took sides with the Harlem Extensiou Company, having ordered 
the Delaware & Hudsvn Company to take up a track that was 
put down by that company ou Sunday from the tracks of the 
Central Company to enuble them to get to their car and machine 
shops and cual yards ” 


Atlantic & Great Western. 


The foilowing order has been issued by Mr. Cooper, the Gen- 
eral Superintendent : ‘Iu order tv more tuily inform the trav- 
eling public, more especially aged and infirm persous us well 
as tu enable passenger trains to make as brief stops as pussi- 
bie at stations, passeuger ti aim conductors will, as seon as pus- 
sible atter leaving each station, auuouucs distinctly in each 
coach the name of the next regular station at which the train 
will stop; and immediately precediug the arrival of the train 
atastytiun the brakeman will step inside of each coach and 
close the dvor (wheu practicable) aud aunouuce distinctly the 
name of the station twice. 

**In case of any extra stop being made, or for railroad cross- 
ivg at which there is no regular station, couductors and 
brakemecn should exercise great care that passedgers are not 
permitted to debark by mistake.” 

Another general order furb ds engineers from sounding their 
Waistles when any part of a passenger train is passing. 
Railroad Manufactures. 

‘Lhe Batdwin Locomotive Works, in {Philadelphia, are now 
employing only 1,300 men, about ove-haif the usual force, and 
are ruoulag vv three-quarters time. Darivg the first ten 
months of the year 420 cugines were turned vut, vut the pro- 
duciton is now only about 16 per month, instead of 40. 

Tbe Mauchester Locomotive Works, at Manchester, N. H., 
have taken on again a vumber of the men who Were recently 
discharged, and are vow runpiug 12 hours per day. New 
orders have been received from three different parties. 


Rensselaer & Saratoga. 


Trouble has arisen between the Dalaware & Hudson Canal 
Company, lessees of tis ruad, aud the New York, Busiou & 
Muutreal. The Reusselver & Saratoga trains ave beeu rune 
niog over & short piece of track belungiug tou the Harlem Ex- 
tension Divisiva of the latter rvad in urder w reach the shops 
aud yard in Ratlaud, Vc. November 6, the New York, Bus- 
tun & Montreal people gay notica that the RKeusselaer 
and Saratoga trains wouid no luuger be allowed tv use 
this piece of track, and at once proceed tu bluck- 
ade 16 by rauunwyg a train upon it aud leavuwg 
it standiug there. Lhe reasons given tur this action are alieged 
discrimivatious Made on freigut received from the Harlem Ex- 
tension, aud a sefusal 10 give avy redress, Ou complaint bewg 
made. Much delay and coufus.ou in tue movement of trains 
was Caused. 

It 1s possible that the Delaware & Hudson Company had an- 
ticipated some such actiou, as surveys have lately been made 
tur a new track trom the east end of Center Ratiaud Budge to 
the shops aud theuce to the Rutland depot and yard. By 
building this vew track all necessity for the use of the Harlem 
Extensiun track would be ubviated. 


Baltimore, Pittsburgh & Chicago. 

Lt is stated that iron will be laid tnis fall as far west as Desh- 
ler, O., the crossing of the Dayton & Michogau road. ‘Trains 
wil be ruu to Toledo this winter, using tue Daytou & Michigan 
track from Desuler to Tuledo. Work will be resamcd eatly io 
the spring. 


Pittsburgh, Wheeling & Keatucky. 


The Peuusylvauis Company has not yet taken possession of 
the ruad-bed or commegved to lay track. No reason is given 
for the delay, though it is said that the grading 1s not finished 
in a satistactury Manner, 


Philadelphia & Erie, 


The winter time-tavle went into effect November 2. The 
Niagara Express east and west is dropped. ‘he train hereto- 
fore kuown as the Erie Express uow ruus only as far west as 
Emporium, ruopiog thevce over the Buffito, New York & 
Philadeiphia to Buffilo. It leaves Pailadelphia, going west, 
at lp. m., and Buffalo, going east, at 3 p.m. Au accommo- 
datiun has been put ou between Harrisburg and Renovo. ‘Ine 
passenger conductors and crews ou the Kastern Division now 
run through from Harrisburg tov Renovo, and on the Western 
Division trom Reuoyo tu Erie. 

The track of the whole road has been much improved 
during the last summer, that on the Eastern Divisiou exspe- 
cially being in goud cundition. A section from Muncy to 
Montgomery, tour miies, has been finished up to the stand- 
ard, Itis laid with 64-pound iron and about 18 inches ot 
stone ballast, covered witu cinder, and well ditched. It pre- 
Seuts @ Very Lest appearance aud rides very smuothly. 


Dividends. 


‘The Buston & Albany Railroad Company has declared a half- 
yearly dividend of 5 per cent., payavle November 15, 

The Richmond, Fredericksburg & Potomac Ritroad Com- 
pauy has deciared a dividend of 3} per cent. on both the com- 
mon and preferred stock. 


Northern Central. 


Pullman cars are now running from Baltimore to Buffalo by 
the Northern Central, Puuadeiphia & Erie aud Buttslo, New 
York & Philadelphia roads. Putiman cars also ruu through 


trom Baltimore tu Chicago and St. Louis by the Northern Cen- 
tral aud Peuusylvania. 


People’s Transportation Oompany. 

A vompany by this name filed its articles of incorporation 
with the Secretary of State of Lilinois, November 4. Lhe ob- 
ject of the company is deciared to be ‘the transportation of 
eo of every description tv all parts of this Svate and the 

uited States aud Territories.” ‘Lhe proposed capital stock is 
$1,000,000, aud the incorporators are James M. Piper, Isaac R. 
Tobin, Thomas W. 8. Kidd, Jubn McUonnell, Edward Lies 
Austiu M. Garland and Warren Burgett. ‘Tbe office of the com- 
pany 1s to be at Springfield, I. It is understood to be o 
larmer’s company. 

New Jersey Southern. 


The committee of the board of directors has submitted a 
plin for the reorganization of the compauy. The different 
companies whose roads are included in the New Jersey South- 
ern combination, that is the New Jersey Southern, Vineland 
Smyrna & Delaware Bav, Keut County and Maryland & Dela- 
ware, are to be consolidated uuder tue title of the New York 
Poiladelpbia & Balumure Railrvad Company. ‘The new com. 
pany is tv have a capital stuck of $6,0U0.0U0, and mortgage 
bounds will be issued to the amouut ot $7,500,000. Of these 
bonds, $3,695,000 are to be exchauged tor tue outstanding 
bonds of the New Jersey Southern, $151,000 in exchange tor 
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consolidated bonds sold, $800,000 to be used for the purchase 
of the Vineland roai, $850,000 for purchase of Maryland & 
Delaware read, and $400,000 to pay for the Kent County road, 
making in all $5,896,000. It is proposed to use $1,240,000 of 
the balance in payment of the floating debt. There is now in 
the treasury $238,000 of bonds held as collateral, and $300,000 
has been paid on account of the Smyrna & Delaware Bry road. 
It is also proposed to fund all coupons failing due before July 
1, 1874. A portion of the new issue will be used for this pur- 
pose aud the remainder to complete the Delaware line. 

‘Che company will own about 28) miles of road, which would 
make the proposed funded debt $26,785 per mile, and the whole 
capital account $48,215 per mile. 

Vermont Valley. 

Tue hearing iu the case of Chase and Butler against the di- 
rectors of this compauy commenced in the United States Cir- 
cuit Court at Burliugton, Vt., November 10. ‘The suit is com- 
menced ou behalf ot a minority of the stockholders to test the 
validity of the lease of the road to the Rutiand Railroad Com- 
pany. 


Elizabethtown & Paducah. 

Duriug the month of Ustober 10 milcs of track were laid on 
the extension trom Cecilia to Louisville. Work on the extension 
is progressing steadily, 

Texas & Pacific. 


Regular traivs are running on the Trans-Continental Division 
from Sherman, ‘Tex., cast to Dodd's City, 33 miles. 
The track is laid to a point thirty-nine miles from Sher- 
man, and was expected to reach Honey Grove, 43 miles, oy 
November 10. Tue Caltforoia & Texas Construction Compsny 
has transferred the Division to the raitroad company which is 
now operating it, The station and distances from Sherman 
are: Cuoctaw, 8 miies; Savoy, 16 miles ; Bouham 27 miles ; 
Dodd's City, 33 miles. 


Allegheny Valley—Eastern Extension. 
Regular trains commenced rauuing to Reynoldsville, Pa., 59 


miles from the junction wita the main line at Red Bank, No- 
vember 5. 


Toledo, Canada Southern & Detroit. 


Regular treins are nuw 1unning over this road from Detroit, 
Micu., to Toledo, O. ‘Lhe read is said to be in very good order. 
Vermont & Canada. 

he directors of the Centra) Vermont Company have passed 
resolutions setting forth their intention of discharging the 
duties of the company as Receiver of the Vermont Central and 
Vermont & Canada roads in a just and equitable manner. The 
resulutions also express surprise at the statements male in the 
Vermout & Canada report, aud declare the readiness of the Cen- 
tral Vermont Company to couler with representatives of the 
Vermont & Canada on matters in interest. The Vermont & 
Canada directors have as yet made no reply. Itis thought very 
unlikely, however, that any amicable arrangement will be made. 


Sioux City & Pemb'na. 


Itis reported that this roadis to ba ironed from Sioux City, 
Ia., tu Portiaudville this year. 


International Bridge. 


This biidge was tormally opened for travel November 3. 
The trains of the Grand Trunk Railway commenced crossing 
regularly November 5, and the bridge is now iu full use. 
Burlington & Southwestern. 

Mr. E. B. Ward, President of the company, has issued a 
circalar to its creditors, in which he says that he leased the 
road for the purpose of securing a debt due him by the com- 
pany. When he leased the road, parties agreed to loan him 
$750,000 to fiuish the gap from Uuionviile west. Oa the 
streugth of this promise he has purchased $150,000 worth of 
iron. ‘The financial panic has made it impossible to raise the 
money. 

Mr. Ward now tells the creditors that the rolling stock of 
the road has not been paid for, and 1s owned by the parties 
from whom it was purchased. Tue mechanics who built the 
road have jieus, so that to throw the company into bankruptcy 
would be fully, as 1t could not pay ten ceuts on the dullar. He 
says, “‘I am steadfast in the belief that we shall all eventually 
get our pay, doliarfor dollar. I expect that early in the com- 
iog spripg business will revive, aud confidence be so fully re- 
stored that the subscribers of the loan will be able to furnish 
the money. the road wil be finished, the bonds increased in 


value, and we shall see our way clear to an ultimate payment ot 
our long-deferred claims.” 


Easton.& Amboy. 


The work of Jaying track has been commenced at Port Dela- 
ware, N. J., on the western end of the line, 


Springfield, Athol & Northeastern. 


The statious on this recently completed road, with the dis- 
tances from Springfield, Mass., are as follows: 


Indian Orchard.............. © Cc iscdid vad reccedncas 27 
PC eer ee Es ee 28 
RAN us (decasoacdereacsesh 30. | GrOOMWEOR .00.6055sc00cceees 3046 
NE ORAL OR i3 | Greenwich Village. ........ 32 
ro DL” ares 16 | North Dana.... ... 2.0.00. 88 
Sey a" 3736) DOO DO: 06.0 asc00066ps006 40 
DIMGVERD. 6... <cccccdcacenscc ME” }ss>. cenaienbe 43 
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The section from Barrett’s (the crossing cf the New London 
Northern) to Athol, 30} miles, was opened in October, 1871. 
The extension from Buarrett’s to Springfield has just been 
opeued. The track is still fur the most part unballasted, and 
depots are to be built at many of the stations. The present 
equipment consists of 4 locomotives, 4 passenger, 2 baggage 
and ubout 40 freight cars. A considerable amount of money is 
etill needed to put the road in good order and fully equip it. 

The capital stock of the company is $760,000, of which 
$300,000 wae subscribes by the city of Springtield, and $235,000 
by other towns on theo line. The section from Barrett's to 
Athol is mortgaged for $300,000, and the Springtield Extension 
also for $300,000, of which last issue, however. only $60,000 
have been sold. The floating debt is stated at $80,000. 


Portland & Oxford Central. 


Tn the suit brought by the Maine Railroad Commissioners to 
restrain the compavy from running trains until its road shali 
be putin proper repair, the court ordered that the company 
furnish a boud in the sum of $20,000 as security that the road 
shall be put in good condition at once. If the bond is not fur- 


nished au injunction will be issued at once to stup the running 
of trams. 


St. Joseph & Denver City. 

Mr. Boud, President of the company, authorizes the state- 
ment that any differences which may have existed between the 
Secretary and the permanent committee of the bondholders 
have been adjuste!; that proceedings will be taken at once to 
foreclose the mortgage and place the road in the hinds of the 
bondholders, and that the present management will place no 
obstacle in the way of these proceedings. 


Boston & Albany. 


The round-house at Springfield, Mass., took fire early on the 
Mmornng of November 10, from coals which were blown out of 
the arh-pan of a locomotive justas it was entering the hv use. 
The round-house was destroyed, with the exception of a por- 
tion of the walls, and 15 locomotives, six extra tenders and 








two snow-plows, which were in the house, were either de- 
stroyed or badly damaged. The loss will, it is estimated, be 
over $130,000. The round-house will probably not be rcbuilt, 
but anew one will be put up in West Springfield. 


St. Paul & Sioux City. 


The Secretary of the interior has heard arguments in favor 
of a rehearing of the contested land case between this com- 
pany and the Winona & St. Peter. This cas+, which was de- 
cided in favor of the Winona & St. Peter, involves the title to 
some 50,000 acres of land at the crossing of the two roads near 
Mankato, Minu. 


Chicago & Paducah. 


The offices of the Superintendent and General Freight and 
Ticket Agents have been removed from Gibson, Iil., to Streator, 
IIL, the northera terminus of the road. 


Oumberland Valley. 


The Dillsburg Branch is opened for traffic, and trains are 
running to Dillsburg, Pa. The branch leaves the main line 
at Diilsburg Jucction, nine miles southwest of Harrisburg, 
and is 16 miles long. 


Prices of Rails in O>tober. 


Foreign iron rails were quoted in New York at $60 to $61 gold, 
and American at $65 to $70 currency. Steel rails were $108 to 
$110 cold for foreign, and $115 to $120 currency for American. 
No importations of iron rails are reported for the port of New 
York during the month, and only 7.911 tons of steel. The 
total importations of iron and steel for the ten months ending 
with October were 41,449 tons of irop, and 80,574 of steel, a 
total of 122 023 tons, against 174,673 in 1872 and 194,572 iu 1871. 
In reporting these figures, Bigelow & Johnston say : 

* New Reails.—The dieintegration of credit has unfortunately 
made steady progress during October, and it appears as it every 
branch of industry is being forced into liquidation. 

‘**All enterprise connected with railroads is gradually being laid 
aside and in consequence the trade in rails has been limited to 
ove or two retail lots. About 300 tons English 56 lb. per yard 
sold for export to the West ludies at equal to $60 gold, duty 
paid, and at this price, when the payment is m prompt cash, 
more could be obtained. Time offers are nearly invariably re- 
tnsed. We estimate the unsold stock in this port at about 35,- 
000 tons, but the greater portion is not offered at all or is held 
tor higher flgures than apy obtainable at present. In Ameri- 
ean rails the depression is equally marked and many of the 
mills have either shut down or are on ehort time, 

** Old Rails.—There is some slight addition to the stock, but 
hardly any inquiry from buyers. Prices are entirely nominal.” 

The depression in pig iron is very marked, the quotationa in 
currency being $25 to $27 for American forge, $35 to $38 for 
No. 1 foundry, $30 to $32 for No. 2 foundry, and $38 to $44 for 
Scotch No. 1 foundry. The imports were 4,990 tons for the 
month, and 56,461 for the ten months. 


St. Louis & St. Joseph. 


This road is to be suid under foreclosure, January 15, 1874. 
The road extends from Lexington Junction, Mo., northwest to 
S*. Juseph, 72 miles. It has been worked by the St. Louis, 
Kansas City & Northern Company. 


Michigan Midland. 


This road, which has been completed for some time from St. 
Clair, Mich., west to Ridgeway, on the Grand Trunk, a distance 
of about 14 miles, was opened for traffic November 11. At 
Ridgeway the road connects with the St. Clair & Chicago Air 


Line, which is in operation from that place to Washington, 22 
miles south west. 


Indianapolis, Oincinnati & Lafayette. 

This company has declined to accept the permission granted 
by the City Council of Indianapolis to lay tracks on a portion of 
the old canal in that city. The grant is refused on the ground 
that the conditions imposed were unreasonable. 


Boston,tHartford & Erie. 


Application was made in the Superior Court at Hartford, 
Coun., November 5, for the dissolution of this company. The 
organization of the New York & New England Company by the 
bondholders took all the property of the Boston, Hartford & 
Erie, but certain parties in New York made an attempt to re- 
organize the old company and contest the possession of a por- 
tior of the property. This suit is intended to do away with 
the possibility of further contest. 


South Side. 


The trustees for the holders of the first-mortgage extension 
bonds, Messrs. Nicholas Wycoff and Eibert Floyd Jones, took 
possession of the road November 6, according to the terms of 
the mortgage, in consequence of default in the payment of the 
interest dae in September last. The board of directors also 
voted to turn over the road to the trustees, and consequently 
n» opposition was made to the transfer. Mr. «harles Fox, for- 
merly President of the company, has been appointed agent of 
the trustees. There will be no change in the immediate man- 
agement of the road. 

The amount of the extension bonds is $1,000,000, and they 
are a first lien only on the eastern end of the line and the Han- 
ter’s Point and Rockaway branches. There is a first mortgage 
of $2.250,000, making the whole funded debt $3.250,000, or 
$50,000 per mile. Itisreported that there is a floating debt of 


nearly $1,000,000, over one-half of which was incurred within a 
year. 


New Jersey Midland. 


The petition in bankruptcy filed against this company came 
up before the United States District Court at Trenton, N. J., 
ee 4, when a discoutinuance of proceedings was or- 
dered. 

[tis stated that the company will shortly resume possession 
of its whole line to Unionville. It is now working only the line 
from Jersey City to Bloomingdale, the Receiver of the New 
York & Oswego Midiand retaining the upper end, from Bloom- 
ingdale to Unionville. It is also etated that the lease of the 
Middletown & Unionville road will be transferred to the New 
Jersey Midland Company, so that that company will operate 
the whole line from Jersev City to Middletown. The through 
trains of the New York & Oswego Midland are to be run over 
the New Jersey Mid‘and hereafter, instead of the Montclair, 
tbe latter road being in very poor condition. 

The surveys for the Belvidere Branch are completed, and 


work is to be commenced as soon as the subscriptions to the 
stock are completed. 


Oincinnati Southern. 

The Cincinnati Gazetle, of November 1, says : 

‘The settlement of detailaand preliminaries necessarily pre- 
ceding the construction of the Cincinnati Southern Railway is 
being prosecuted with great vigor. None of the various steps 
of railroad construction is attended with more complication and 
expense than the adjustment of rights of way. The trustees 
have adopted the wise economy of determining and settling 
these complications before they engage in the work of construc- 
tion. Asan indication of the liberality with which the land 
owners aud residents a'ong the several routes surveyed for the 
road are responding to the application of the trustees tor land 
grants and right of way donation, we may mention that the 
Roane Iron Company bas, within the past few days, conveyed 
to the board ten acres of land in the city of Chattanooga, and 
twenty acres at Rockwood, for depot and other railway pur- 
poses, together with fifteen hundred acres of excellent coal and 
timber lands near the line of road in Roane County, Tenn., being 





& portion of the tract which that company has so success 
worked, and the right of way through the entire lands own 
by the company, which embrace over fifteen miles of the line of 
the Tennessee Valley Survey. John Stambaugh and associates, 
of Youngstown, Ohio, have also recently conveyed to the trus- 
tees ten acres in Chattanooga for depot and shop purposes, and 
ten acres at Clear Creek, in Rhea County, Tennessee, for depot 
grounds and yards, besides donating the right of way through 
their entire lands in that county. In addition to there liberal 
grants, both parties have agreed to build depots at their re- 
spective stations. It is difficult to even approximate the value 
of these donations, but $150,000 is a safe estimate. The dona- 
tion, free of ell expense, to the trustees of the right of way 
along the Tennessee Valley route is now about complete.” 

Mr. William Hooper, one of the trustees, has started for Eng- 
land, with the object of negotiating the bonds of the city of 
Cincinnati, with the proceeds of which the road is to be built, 


New Mail Route. 


An extension of postal service is ordered on the Peninenler 
Railroad from South Bend west by south 46 miles to Fort 


oe Junction (near Valparaiso, Ind.), beginning Novem- 
r 16. 


Plymouth, Kankakee & Pacific. 

Mr. John Durham, of Kankakee, who has been appointed 
provisional assignee, has employed men tv visit the line of 
the road, secure such ties as have been distributed on the 
line, prosecute the people who have stolen ties, and look alter 
other property belonging to the company. 

Texas & Pacific, 


‘The stockholders are notified that an assessment of 20 per 
cent. onthe capital stock of the company was made by the 
board of directors, October 29, and is payable to the Treasurer 


“ "4 50 Exchange Place, New York, on or before Novem- 
er 29. 


New York & Long Branch. 

In the suit of the Pennsylvania Railroad Company against 
this company, to prevent the completion of the bridge over the 
Raritan at Perth Amboy, an appeal is to be taken from the Cir- 
cuit Court to the United States Supreme Court. 


Oamden, Gloucester & Mount Ephraim. 

The work on the section from Camden, N. J., to Gloucester, 
four miles, is being pushed forward, and the road is to be 
opened to Gloucester by the end of the year. The rails have 
been purchased ani contracts made for roiling stock. 


Utah Southern. 


The grading is completed to Provo, which is to be the winter 
terminus. Track-laying bas been stopped for a time by the 
failure of the iron to arrive, but it will soon be recommenced, 
The depot at Provo is going up, and preparations are being 
made for the speedy completion of the line. 


St. Joseph & Denver City. 


It is again reported tbat negotiations for the lease of this 
road -” the Hannibal & St. Joseph Company have been com- 
pleted. 


Dakota Southern. 


A dispatch from Yankton, Dak., announces that the suits 
against this company have been compromised. The county of 
Yankton will continue to hold its $200.000 paid up stock, and 
the company agrees to spend $50,000 within 18 months in build- 


ing depots, machine shops, etc., this work to be commenced 
at once. 


Philadelphia & Erie. 

A meeting of those stockholders who are not interested in 
the Pennsylvania Riilroad Company was held in Philadelphia 
November 5. The following resolution was adopted : 

** Resolved, That a Committee of seven be appointed to take 
any steps they may deem best to secure the iuterests of the 
stockholders, either by getting the lessees to give up the lease, 
or by effecting 2 compromise to the mutual advantage of lessors 
and lessees, or by resorting to legal action if they deem it best 
reporting first toan adjourned meeting to be called by the said 
Committee.” 


Houston & Texas Cental. 

The regular running of trains haa been resumed, al! the quar- 
antines on the line of the road having been removed except that 
at Bremond, and that is suspended so far as to allow trains to 


run through without stopping, and even to trausfer cars to the 
Waco Branch. 


Carthage, Watertown & Sackett’s Harbor. 

The track on the extention from Watertown, N. Y., to Sack- 
ett’s Harbor is laid to East Hounefield, five miles from Water- 
town. Six miles remain to be laid to reach Sackett’s Harbor. 
The road is leased by the Utica & Black River Company. 


Detroit & Milwaukee. 


Steel rails have been laid recently on the section from Grand 
Rapids, Mich., east to Iona, 34 miles. 


Alexandria & Fredericksburg. 

Travel on this road has been temporarily ioterrupted by the 
sinking of one of the piers of the Occoquan Bridge, 11 miles 
from Alexandria. The bridge is about 75 feet high, and the 
piers are located on marshy ground. A large force is at work 
rebuilding the pier, and meanwhile all travel trom Washington 
is carried by boat to Quantico. 


Rochester & State Line. 


Iron sufficient for 32 miles of track has already been deliv- 
ered, and the work of track-laying is proceeding steadily. The 
company hopes to have the line from Rochester to Warsaw, 
about 40 miles, completed and in operation by the close of the 
year. 


Kansas Pacific. 


The following are the stations on the new Arkansas Valley 
Branch, with the distances from the junction with the main 
line at Kit Carson, Col. : Sand Creek, 1.2 miles; Bent's Road, 
46; Rush Creek, 89; Salt Springs, 24; Well No. 1, 46; Fors 
Lyon, 52.8; North Las Animas, 56.1. At present one train is 
run over the road each way daily. 


Duxbuity & Cohasset. 


A special meeting of the stockholders was held in Boston 
November 6, to consider the subject of the proposed oxtension 
of the road. ‘ The subject was finally referred to the board of 
directors, with power to proceed with the construction at once, 
The extension proposed is from the present terminus in Dux- 
bury, Mass., sonth by west to a janction with the Old Colony’s 
Plymouth line in Kingston. It will be 34 miles long, and the 
estimated cost is $70,000. 


Milwaukee & St. Paul. 

A La Crosse naper savs : 

* Hon, 8. 8. Merrill, General Manager of the Milwaukee & 
St. Paul Railway, is in La Crosse on‘an errand of peace. Hia 
desire is, and in, this he claims to represent his company, for 
an amicable settlement.of the differences which have caused 
strife in the past between that company and this city. 

“To the end that the strife shall cease, and that there shall 
be harmony in the future, he desires us to publish a statement 
of what his company is willing to do. It will pledwe itself to 
build a track from the depot down to the foot of State street, 


and to run a through car from every passenger train to that 
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terminus. That is what the company will agree to do, and the 
city on its t to cease fighting the company in its bridge 
operations at the site selected by its engineer. tt 
**We take pleasure in pubiishing the proposition, and if it 
shallform a is on which negotiations may be begun for a 
settlement of the vexed question at issue, all will be glad.” 


California & Texas Construction Company. 

It is reported that a bill in equity is being age gee to put 
this company into the hands of receivers. It is also reported 
that the company will offer to pay 10 per cent. cash on its over- 
= notes, and ask for an extension for 60 and 90 days on the 

alance. 


Petersbure. 

This company is offering for sale through bankers in Balti- 
more its second-mortgage bonds, bearing 8 per cent. interest. 
The amount of the issue is, we believe, $500,000, and it is stated 
that the proceeds are to be used for laying steel rails and pro- 
curing increased equipment. The road is 64 miles long, from 
Petersburg, Va., south to Weldon, N. C.. with a branch 18 miles 
long, from Hicksford, Va., to Gaston, N.C. The capital stock 
is $1,324 200 ($16,149 per mile), and there is a first mortgage of 
$500,000, which, with the present issue, will make the funded 
debt $1,000,000, or $12,195 per mile. The net earnings for 1872 
were at the rate of $1,632 per mile of road. 

Tllinois River. 

Mr. John Allen, President of the Peoria, Pekin & Jacksonville 
Railroad Company, has commenced suit in the Circuit Court at 
Jacksonville, Ill., against Morgan County, to compel the appli- 
cation of some $40,000 of the bonds of that county, originally 
issued to the Illinois River Railway Company, to the payment 
of the balance due under a decree foreclosing a mortgage made 
by that company to secure its bonds. 

Chicago, Dubuque & Minnesota. 

There are rumorsof changes in the control of this road. 
They appear to be on the facts that-a considerable 
amount of the stock hag recently changed hands, and that the 
Presidents of the Chicago, Burlington & Quincy and Michigan 
Central companies have recently visited Dubuque. 


New York & Oanada. 

Work on this road is now Progressing rapidly. It is now 
considered probable that the earthwork will be completed from 
Whitehall to Plattsburg this season. The heavy rock cutting 
on the section from Putnam Landing to Pulpit Point will take 
some months yet to finish. 


Railroads in Peru. 

It is reported from Valparaiso that the Peruvian Congress 
has just passed two important measures—one for the issue of 
6 per cent. treasury bonds to the amount of $1,255,000 for the 
purchase of stock on the Southern Railroad, the other tor the 
issue of 6 per cent. treasury bonds to the amonnt of $2.700,000, 
for the purchase of new rolling-stock for the Valparaiso & San- 
tiago Railroad. In the present dearth of home orders, per- 
haps, American manulacturers would do well to try to secure 
those orders for rolling stock. 


Qumberland & Pennsylvania. 

Messrs. T. M. Wolcott and Henry Sturgis Russell, trustees of 
the second-mortgage bonds of the Cumberland & Pennsylvania 
Railroad, will receive proposals until noon of the 12th inst. for 
the surrender of $20,000 of these bonds for the sinking fund, at 
the company’s office, No. 71 Broadway. 


Kansas Pacific. 

The following circular has been issued to the bondholders 
concerning the defauit on the November coupons : 

‘‘The directors of the Kansas Pacific Railway Company regret 
exceedingly that the crisis in the money markets of the coun- 
try, and the impossibility of realizing on the securities of the 
company, — them to stop payment on the coupons of 
their bonded debt for the present. They look upon this meas- 
ure as @ great hardship to the bondholders, and have used 
every effort to avoid it ; but even the proposition of the under- 
signed directors and other large stockholders to loan the com- 
pany $2,000,000, in securities, to be used as a bonus to raise 
the necessary means to meet the interest on the bonded debt, 
and to liquidate the greater part of the floating debt, was of no 
avail; the money could not be procured during the present 
pressure. The company has large assets, beside a land grant 
of more than 5,500,000 acres of Jand, the proceeds of which, 
when realized, will pay the largest part, if not the whole, of 
the bonded debt, before the same matures, and by which it is 
provided with a sinking fund tbat, in proportion to its bonded 
debt, is probably larger than that of any other railroad in the 
United States. But the construction of the road and its equip- 
ment, as wellas the aid given to the building of two branch 
roads, viz. : 

**(a) The Arkansas Valley, from Kit Carson to Las Animas, 
on the Arkansas River, 554 miles. 

* (b) The Junction City & Fort Kearney road, from Jurction 
City to Clay Centre, 333 miles (both of which were necessary to 
secure, permanently, to the main line, the business of the coun- 
try reached by them), has cost more than the capital received 
in proceeds of bonds and stock, and thus a floating debt has 
accumulated, which, in the present monetary condition of the 
country, cannot be carried, and must be !iquidated as soon as 

ossible. 

Pen The road must be run and kept in good order to meet the 
demands of its increasing business, and we can assure you that 
it is in excellent condition, and hasa sufficiency of rolling 
stock and locomotives. The earnings of the road over op- 
erating expenses for the last year, were $1,494,447.41; and, al- 
though the gross earnings of the present year are not in excess 
of those of 1872, the expenses have been less, and we believe 
that earnings of $1,600,000 over the es expenses can be 
relied on. This sum is about $400,000 more than the annual 
interest on the bonded debt ; which amounts to $1,077,847.50 
in gold (exclusive of i bonds, which, by tho terms of the 
mortgage, are not yet entitled to interest.) It is, therefore, 
without counting on apy increage in the business of the road, 
almost certain that the floating debt of the company can be ex- 
tinguished in about two years by its earnings; and if the 
company should be successful in placing the a- 
curities. now in hand, _ consistin of _ first-mortgage 
bonds upon branch lines an real estate  se- 
curities, the floating debt could be paid at once, and the 
earnings of the road used for the speedy payment of coupons. 
The company therefore invites the holders of bonds to appoint 
a committee to confer with the of Directors, personally, 
or by letter, to examine the condition and effects of the com- 
pany, and decide upon the wisest course to be pursued in the 
premises. The security of the bonds is undoubted, and the float- 
ing debt once extinguished, the regular payment of interest in 
full hereafter will ke mc re than secured, « stimating earnings only 
upon the present business of the road, and without calculating 
upon any increase of the same, but which may be reasonably 
expected, as the population of Colorado and Kanaas increases 
fast, and as the connecting line built to the Arkansas River, now 
just finished, will secure it the busine+s of Northern New 
Mexico and the upper Arkansas valley. We hope that the bond- 
holders will not tasrifice the s>cnrities they ho d, and beg them 
to be aseured that the Board of D.rectors will use every effort 
in their p: wer to bring about a speedy resumption of pay ment 
of int reet and run the roed as economically »3 can be done. 
They eel deeply mortified by this ca’amity w! ich it was no: in 








LOCOMOTIVE RETURNS, JULY, 1873. 
Master Mechanics of all American railroads are invited to send us their monthly reports for this table. 
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f 0.32 Ibs. sand used per mile run. 











when the semi-annual interest had to be provided for. Signed | 
by Robert E. Carr, President ; Adolphus Meier, Vice-President; | 
Carlos 8. Greeley, Treasurer ; B. W. Lewis, Jr., 8. M. Edgell, 
F. M. Meister, John D. Perry, Directors in St. Louis.” 


Grand Trunk. 


The halt-yearly meeting of the company was held jn London 
October 23, but owing to the absence of the President in Canada | 
the business of hearing the report and electing directors was | 
postponed until December 18. Capt. H. W. Tyler, the Vice- | 
President (who is Railway Inspector for the British Board of 
Trade), described the new bridge at Buffalo, and described as 
follows the sdvantages which will accrue from it: 

‘We have now an unbroken gauge by this route between 
Chicago and New York, and are 1n a position to carry traffic as 
well, as cheaply and as profitably as any other companies, in 
combination with the Michigan Central Railway and the New 
York Central Railway. The Erie is, unfortunately, still on the 
6 feet gauge, but we may hope before long to see the gauge of 
that railway also changed, and then we shall have another 
connection which will be of further utility to us. Now the ad- 
vantage to us of this bridge is very great. We shall not only 
be able to increase our receipts, but we shall be able to carry 
traffic at better rates. We have hitherto been under the disad- 
vantage of working the greater part of our traffic at rates 
which yielded little profit for longer distances as compared 
with other companies, and through a terrible climate for five 
months in the year, and our working expenses have thus been 
out of all proportion to our gross earnings. Henceforth we 
shall be in a position to carry a better paying traffic, as well as 
to increase our receipts over that portion of cur line which lies 
directly between the Western States and the seaports of the 
Atlantic. And we shall then be able to do what we must all 
bear in mind ought to be our main object, namely, to increase 
the net profits of the railway.” 

Capt. Tyler also described at some length the change of 
gauge between Montreal and Stratford, and the manner in 
which it was accomplished, which he characterized as ‘‘a work 
unparalleled in railway history.” The meeting passed a reso- 
lution, on Capt. Tyler’s motion, ‘‘ That the warm thanks of this 
meeting are due and be accorded to the Managing Director, 
the Engineer, the Mechanical Superintendent, and the ‘officers 
and men acting under them, for the admirable and successful 
manner in which the change of gauge was effected on the 3d 
and 4th of October, between Montreal and Stratford on the 
Grand Trunk Railway.” 

Erie. 

In a letter addressed by the President of the company to the 
English bond and shareholders, dated London, October 22, Mr. 
Watson says : 

‘**In order to remove some misapprehension, I beg to say 
that the expenditure of capital in completing the branches and 
extensions, and securing and consolidating our greatly in- ‘ 
creased and still increasing business, will, with the utmost 
activity consistent with economy, necessarily be spread over 
several years, 89 that while the security offered will command 
the requisite funds at a moderate rate of interest, the outlay 
will not be so rapid as to interfere with the progressive in- 
crease of dividends on the common stock. I have reason to 
believe that the required amounts will be very readily sub- 
scribed. Al'ow me to add that I highly appreciate the assur- 
ances of confidence in my administration I have received slnce 
my arrival in Europe.” 

With this letter he gave one from Mr. Clarke, the Third Vice- 
President (who has charge of traffic management), in which 
the following statements are made: 





then power to avert, and which cou'd not have happs. ed but 
for the extraordinary condition of the money market at » time 








“ Our earnings for July, Angust and September show a hand- 
some increase as compared with the corresponding months of 


the year 1872, and, what is better, the expenses have increased 
but little in comparison with the increased ratio of earnings. 
When you left us we were shipping from 2,000 to 3,000 tons of 
west-bound freight daily until the financial panics commenced, 
since which our west-bound freights have dropped off, but the 
rates went up, so that with a lesser volume of business we 
make nearly as much money out of it. Our east-bound freights 
in grain, tobacco, flour, etc., continue to be heavy ; indeed, are 
now fully taxing our motive power. All our advices from the 
Southwest and Northwest lead us to believe we shall have a 
heavy winter business. We are pushing forward the improve- 
ment of our terminal facilities, to enable us to handle and dis- 
charge our cars promptly on arrival. Our traflic to and from 
the Atlantic & Great Western continues to be large; we are 
——s with that line from 2,500 to 3,000 tons daily. The 
demand for cars for transporting petroleum continues to be 
greater than we can supply. We have been for the last month 
sending to the Atlantic & Great Western Railway from 1.000 to 
1,500 tons of anthracite coal per day, from Carbondale to 
points on that line ; still, we cannot furnish as many cars for 
this trade as are demanded. Our coal trade from Hawley and 
Honesdale to Newburg and Weehawken is about 7,500 tons 
per day, while from Carbondale, Waverly and Corning. our 
coal trade for the North and West is ranging from 7,000 to 
9,000 tons per day. I am trying hard to run our coal traflic 
up to 20,000 or 22,000 tons per day, if the demand keeps up, 
and I see no reason why it should not, for the supply 
at the East as well as the North and West, reached by our road 
and its connections, is fully a million tons short of what the 
demand will be. Our local traffic in grain, lumber, stone, bark, 
etc., is goodand increasing. This branch of our business will 
continue to grow, by giving it the foetering care its importance 
demands. Ihave been making some improvements at Buffalo, 
in platforms and side-tracks, to facilitate the interchange of 
traffic with the Lake Shore road. In the last ten days our 
cattle trade from that line has averaged about 40 cars (about 
600 head) per day. Our business from the lakes has been in 
excess of our ability to handle it as received. The rates from 
Chicago by lake to New York have been higher than all rail. 
There have been several cargoes of wheat which paid by our 
steamers to Buffalo, and thence by our railway to New York, 
28 cents per bushel; while all rail rates by the Lake Shore 
route have been 24 cents. Our business with the North Shore 
lines is large and increasing; the Great Western Railway of 
Canada, Michigan Central, Chicago, Burlington & Quincy and 
other Western lines are doubling their qnantity of cars in this 
line, and ask us to put in 400 more cars. Our relations and in- 
terchange of business with the Great Western Railway of Can- 
ada are of the most cordial character. I am making the neces- 
sary improvements at Suspension Bridge, in the way of side 
tracks, suitable stock-pens, etc., etc., to accommodate our busi- 
ness to and from that line.” 


Mr. Clarke further reports that the progress made with the 
second track and sidings has been such as to make the line 
much less liable to blockades in the winter, and adds that when 
the gauge is changed, the terminal facilities improved, rolling 
stock sufficiently increased, etc., the working expenses will not 
exceed 60 per cent. 

Mr. Lucius Robinson, the Acting President of the company, 
has written a letter to Judge Edwards Pierrepont, detailing the 
discovery of an alleged conspiracy to injure the company. It 
appears that two of the clerks in the New York office had com- 
piled a statement, ostensibly from the books of the company, 
which would be very damaging to its credit. This statement 
they intended to furnish tu certain parties hostile to the pres- 
ent management for publication. 

J — Pierrepont advises that no action be taken in the 
matter. 


